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in Havana 


Under the most trying 
climatic conditions, and 
with the added difficulties 
of a double-wire installa- 
tion, Phono has made a 
splendid recordin Havana. 
Read the full story in the 
“Phono Record,” appear- 
ing in next week’s issue. 
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Nearly Everybody Rides the Trolleys 


HEN, with the new year, 
the Johnstown Traction 
Company placed in service ten 
new light-weight cars, the man- 
agement followed a proven pol- 
icy of several years’ standing, 
looking to the ultimate retire- 
ment of all heavy equipment. 
There are now thirty-three 
modern light-weight cars in ser- 
vice in Johnstown. 


Operating economiesalone 
would justify this policy. In 
addition to a direct saving of 25 
per cent in power consumption, 
and almost negligible mainte- 
nance, modern design and safety 


equipment permits of one-man 


operation during the non-rush 
hours, making possible full ser- 
vice all day. ; 


But far more significant is the 
effect on revenue. Clean, easy 
riding cars, and safe, dependable 
service have popularized trolley 
transportation, and inspired 
Johnstown people to a friendly 
interest and pride in their street 
railways. — 


More than 250 sturdy Westing- 
house Motors are in regular 
service on the Johnstown Trac- 
tion Company lines. 


Discuss your problems with the Westinghouse representative. 


Westinghouse Electric & Manufacturing Co. 


East Pittsburgh 


Sales Offices in All Principal Cities of 
the United States and Foreign Countries 


Westinghou: 


Pennsylvania 


ts 


April 10, 1926 


ohnstown 
The Friendly City” 


Electric Railway Journal 


Consolidation of Street Railway Journal and Electric Railway Review 
Published by McGraw-Hill Publishing Company, Inc. 
CHARLES GORDON, Editor 


Volume 67 


New York, Saturday, April 10, 1926 


Number 15 


Non-Voting Common Stock Condemned by 
New Jersey Commission 


ISCUSSION of the advisability of permitting the 

issue of non-voting common stock has been raised 
anew by a decision of the Board of Public Utility Com- 
missioners of New Jersey rendered on April 6. The 
applicant was a bus company, but the decision was made 
on the basis of that company being a public utility. The 
commission ruled against permitting the issue. Not 
only did it so hold with respect to the common stock, 
but it ruled similarly with respect to the 7 per cent 


~ cumulative preferred stock, an issue that did not provide 


for voting power at any time. The board took cogni- 
zance of the fact that the issue of common stock with no 
voting power might be in accordance with the corpora- 
tion act, but it disagreed with counsel for the applicant 
| that compliance with the provisions of the corporation 
- act in the issue of this class of stock left the board with- 
out further discretion in the matter of giving its ap- 
proval. 

Under the present circumstances it does not matter 
whether the position taken by the board on the last 
question is tenable. The important point is that the 
decision follows the reasoning in the recent ruling by 
the Interstate Commerce Commission in the so-called 
Nickel Plate consolidation, and that it is in line with 
the objections raised recently by Professor Ripley in a 
protest that reached President Coolidge. 

Not all the economic and financial aspects of the mat- 
ter can be here considered, but a few of the more sig- 
nificant ones deserve attention. Professor Ripley’s 
principal fear is best described by what he has termed 
“the alarming divorce of ownership of property, repre- 
sented by securities emitted by corporations or trustees 
from any direct accountability whatsoever for its 
prudent and efficient management.” There is no need 
to follow all the objections raised by the New Jersey 
Commission. The substance of the New Jersey ruling, 
the I. C. C. decision and the objection of Professor 
Ripley is the deprivation of the owners of a voice in 
management. On one occasion in commenting on the 
willingness of investors supinely to submit to domina- 
tion of their companies by minority he asked how there 
could be other than a whirlwind of abuse and power 
under such conditions. 

The points made by the advocates of this view are 
pretty well known. The subject is certainly debatable. 
As indicated before it is not the intention here to at- 
tempt to marshall the arguments for and against. It 
does seem, however, that there is much to the point that 
in the last analysis the stockholder is not really the 
proprietor he has been led to believe himself to be. No 

personal liability attaches to him. He has in the past 
often been just as supine with all his voting rights as 
i‘ he is presumably forced to be supine under the non- 
‘s voting rule. It has even been argued that in the case 

of non-voting stock responsibility is even more firmly 
_ fixed than when voting rights are extended to all. 


There are many points in the New Jersey decision of 
interest to the economist, the utility operator and the 
investor. On some of them made by the commission the 
ELECTRIC RAILWAY JOURNAL finds itself in agreement, 
but the feeling is irresistible that it cannot be said that 
one system is wholly good and the other wholly bad. 
The idea of non-voting stock with full responsibility 
vested in the management is the philosophy behind one 
of the biggest groups in the utility field, a group that 
has been unusually successful from the standpoint of 
what it has been able to do for the investors and the 
public. Certainly in the case of public utilities the state 
has a very large voice in saying what they shall or shall 
not do, and it is reasonable to assume that this regu- 
lative authority is exercised in both the interest of the 
security holder and the public. But there again is an- 
other anomaly, for the very decision under review is by 
a state body. As indicated before, the judgment of 
that body is that a substantial investment of the kind 
proposed to be made would not be in the public interest, 
and at the same time contrary to the policy of regulation. 


The Broadening Conception 
of Local Transportation 


RANSPORTATION is one of the most important 

elements in the complicated machinery of modern 
life and business. But important as is the matter of 
long-distance transportation of materials and finished 
products between their sources, points of manufacture 
and distribution centers, the problems of this phase of 
transportation are being overshadowed by the situation 
within great industrial and commercial communities. 
The losses and waste in what may be classed as purely 
local transportation of people and commodities are a 
staggering load on business. 

Setting aside for the moment all considerations of 
convenience, comfort and safety, and viewing the sub- 
ject solely as a matter of economics, community trans- 
portation today presents an appalling situation. 
Although industrial efficiency has won for America its 
present position of world leadership, jamming of the 
local transportation mechanism threatens the future. 
Overlapping and duplication in the many forms of trans- 
portation for both passengers and commodities within 
industrial areas is causing a large part of the diffi- 
culty. Stand for a moment at any busy city street 
intersection and consider the cost of the lack of 
co-ordinated transportation facilities! 

Here is a challenge to American initiative and 
resourcefulness. There is in this condition a commu- 
nity problem that has not been adequately recognized. 
Present conditions have been largely brought about by 
failure to consider local transportation as a whole. 
Street cars, elevated lines, subways, steam road com- 
mutation service, buses, taxicabs, private vehicles and 
the multitudinous deliveries of goods and commodities 
within the metropolitan areas of large cities make up 
the complicated traffic that attempts to use—with little 
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co- -ordination’ tnd? much overlapping, interference aia’ 


waste—the limited arteries that are available. 


Those responsible for the operation of these various - 


transportation agencies are primarily electric railway 
men, steam railway men, bus men, taxicab men, truck 
men, etc., rather than local transportation men. The 
narrow viewpoint-of-the past has caused each agency 
to endeavor to work out its own destiny independently 
of the others. The result has been little short of chaos. 
‘The solution lies in a broadened perspective of the 
community transportation problem. Local transporta- 
tion men of the future will fabricate from the many 
diverse and overlapping agencies, a co-ordinated struc- 
ture fitted to the needs of modern cities. They face a 
complicated and difficult task, to be sure. To master it 
they will need to strip themselves of the fetters of 
precedent and self-satisfaction. But in this broadened 
conception of local transportation as an industry lies 
opportunity adequate to compensate for the imagina- 
tion, courage and effort required. 


Parked Automobiles 
Make for Ugly Streets 


ISITORS to this country frequently see our Ameri- 

can institutions from an unfamiliar angle and the 
comments made by them are often worthy of reflection. 
Among such are the words of John Drinkwater, the 
noted English playwright, a recent visitor here who 
commented as follows on the rapidly growing cities 
along the shores of our Great Lakes: “The central 
business part of the town is in nearly every case in- 
tolerable; the streets are an inferno of parked 
and moving motor cars; but the outer districts of the 
town are nearly always beautiful.” 

This looks suspiciously like a new angle on one of 
the street railway man’s biggest bugaboos, the parked 
car. It is here being berated for its unseemly appear- 
ance. It cannot be that a parked car looks any worse 
than a moving vehicle, especially if it be new, expensive 
and shiny. The moving vehicle, too, comes in for its 
share of criticism but this is probably because of its 
hampered motion, for it is not likely that one can find 
anything ugly about a moving vehicle itself. So this 
lack of beauty must lie in the mixture of the two types, 
or rather in the resultant confusion. 

It seems that everything has been tried to keep Fines 
moving in the congested centers. Numerous traffic 
officers direct movements. There are elaborate signal- 
ing devices; everything goes or stops with the changing 
lights—until somebody trying to get into a parking 
space gets crosswise in the street, and all the beau- 
tifully planned synchronism is ‘so much paper talk until 
the offender can slowly get himself into line again. 
Multiply this one incident by a half dozen or so and 
the number of “disorders” that occur in one block may 
be visualized. Add to this the number of improperly 
parked automobiles along the streets—vehicles that are 
left several feet away from ‘the curb at odd angles, 
and whose over-all width is dangerously near the legal 
limit—and you have some idea of what causes disorder 
oe what makes roadways in our active business centers 

“inferno of parked and moving motor cars.’ 

"NG doubt John Drinkwater would admit that there 
can be nothing but beauty in the rhythm of orderly 
traffic movements. Those who operate street cars and 
buses know the economic need of regular traffic move- 


ments; the patrons “expect such regularity. aoe until 
olhryl ") ‘ hiye 
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some way can: ‘e found of Retitig rid of the old friend 
“the parking problem” ‘there is going to be considerable’ 
difficulty in keeping out ugliness from the wheeled traf- 
fic movements on busy streets. 


Where $500 Would Be Worth > 
More than Millions = — 


ONSIDERABLE difficulty had been experienced by 

a certain local improvement association in attempt- 
ing to focus the attention of the street railway on a 
road crossing at a particularly heavy intersection. The 
improvement association had been able to get a few 
loads of gravel or stone dumped around the tracks from 
time to time, but never had impressed on the manage- 
ment the value of making a permanent repair. In con-. 
sequence every vehicle that goes across the track at 
this point is subjected to a series of bumps that is 
unpleasant if nothing worse. 

The matter was brought up at the regular meeting, 
as it had beer many times before. After the usual 
castigation of the railway, one speaker summed the 
matter up by saying, “This railway company has spent 
millions on improvements that have obtained for it less 
good will than it would have got by spending $500 at 
the avenue crossing.” 

Here in a nutshell was a "ecaan in public relations 
that should have meant much to this company. It was 
typical of its management to oppose as a matter of 
form the requests not only of this improvement asso- 
ciation but of all the others. Gradually the public has 
come to expect nothing without a fight, and in return 
has adopted the attitude of conceding nothing without 
a struggle. True, the company contends that if it gave 
in to all the requests of all the improvement associa- 
tions it would be bankrupt. Perhaps that is so; but 
that is not a valid reason for adopting the attitude of 
antagonism at all times. It would at least be possible 
to meet the public on common ground, to discuss the 
problems of the company, which are also the problems 
of the public and the local improvement associations, 
fairly and freely, and to give the public what it thinks 
it wants when that can be done without a great sacri- 
fice. The return in good will and relief from onerous 
conditions of operation would pay the cost many times. 


Selection and Training of Personnel 
Presents Opportunity for Large Economies 


UFFICIENT time has not yet elapsed to obtain a 
true measure of the value of the personnel selec- 
tion and training methods recently put into effect by 
The Milwaukee Electric Railway & Light Company. It 
is reasonable to expect that savings to the company 
will result from fewer accidents, as well as lower costs 
in settling accidents, because the mén operating the cars 
eventually will be of higher grade through the opera- 
tion of scientific selection methods. Likewise a distinct 
monetary saving should be effected from the reduced 
cost of iabor turnover. It probably costs $200 or more 
to break in a new trainman. For every time the hiring 
of a misfit can’ be avoided, at least this initial expense 
can be saved. Then, too, after employment, more effi- 
cient training, better follow-up methods and broader 
educational policies will do much to cause the employee: 
to grow in value. 
President 8. B. Way, in commenting on the value of 
psychological selective tests used in the employment of 
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_ training as now practiced in Milwaukee. 


- part of the public officials. 


carrying capacity. 
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men and women of his company, gave a very interest- 
ing comparison. He said that he, like many other rail- 
way officials, was moved to ecstasies when the company 
was able to accomplish, say, a 5 or 10 per cent saving in 
its power account. Due to the progress of the art of 
generation and distribution, many such savings have 
been made possible in recent years. At best, however, 
the entire cost of power is only a quarter of the total of 
operating expense. 

During all these years far too little attention has been 
paid to improving either the selection or the education 
of the personnel. -On a property such as that at Mil- 
waukee personal services will absorb at least 50 per cent 
of the operating costs. From Mr. Way’s experience, he 
believes that there are far greater opportunities for 
effecting monetary savings as well as more tangible 
improvements in the service through better methods of 
selection before employment, and better training and 
education during the years after employment of the men 
and women who make up the operating staff. 

In this issue is a story on the personnel selection and 
The time is 
yet too short to draw an adequate account of the savings 
possible.. The direct saving due to lower labor turn- 
overs is, of course, self-evident. The saving due to 
reduced accidents is one that will not be evidenced for 
many months to come and then the palm may be claimed 


‘by many departments who are contributing along the 


lines of safety and better operating methods. 


London Experience Shows 
Necessity for Bus Regulation 


AIRLY general agreement exists today among ex- 

perienced railway and bus men that mass transpor- 
tation is not the true field of usefulness for the bus. 
Many people outside the transportation industry, on the 
other hand, do not understand this, and look upon the 
bus as the ultimate successor to the electric railway. 
They have a vague notion that buses are carrying 
millions of passengers in London and that they could 
do the same thing in other places. 

London, however, has discovered that the operation 
of buses to handle mass transportation is. not all 
“skittles and beer.” With more than 5,500 buses 
licensed to operate when and where they please, con- 
gestion of traffic in the streets has become intolerable. 
Tramways have been nearly. bankrupted. The rapid 
transit extension program has been halted by the in- 
roads of the buses. 

Drastic cuts in the bus service have now been ordered 
by the public authorities, as told elsewhere in this issue. 
The object of this action is twofold—to relieve traffic 
congestion and to protect the tramways. Since the serv- 
ice is to be curtailed on nearly all important thorough- 
fares, regardless of whether or not tramways are 
operated on them, it may be inferred that relief of con- 
gestion is the primary consideration. Protection of the 


. rail systems nevertheless is regarded by the authorities 


as a matter of great importance. 

Advantages of the tramway over the bus in several 
important respects account for this solicitude on the 
The cost of operation of the 
tram per vehicle-mile is less for a greater passenger 
The schedule speed is over 9.5 


m.p.h., somewhat higher than that of the buses. 


| Through the operation of an archaic agreement the 


trams transport workmen at special low rates at hours 
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when the buses are not operating. Moreover, they pay 
huge sums in taxes—far more than do the buses. Under 
these circumstances the authorities feel that it is 
against public policy to permit the continuance of the 
unrestrained competition that. has nearly ruined the 


_ tramways. 


Curtailment of bus service alone is not expected to 
solve the problem. The possibilities of co-ordination 
between the bus and rail services under a single man- 
agement are now receiving careful consideration. Thus, 
London, instead of being an example to prove the suc- 
cess of the bus in mass transportation, in reality demon- 
strates its limitations. Moreover, the present situation 
there confirms the theory held by transportation men 
in this country that co-ordination is the best way out 
of the difficulty. 


New Jersey Bus Situation Stabilized 
by Recent Legislation 


ARKED improvement in the bus situation in New 

Jersey is to be expected to result from the recent 
passage of two bills by the State Legislature and their 
approval by the Governor. All buses having carrying 
capacity for more than six persons (except hotel and 
school buses) are now classed as public utilities and 
made subject to the jurisdiction of the Board of Public 
Utility Commissioners. 

Previously the commission had jurisdiction only over 
buses which operated in whole or in part on the same 
streets with electric railways. To run on such streets it 
was necessary for a prospective bus operator to secure 
a municipal permit and a certificate of convenience and 
necessity from the commission, but if he could juggle 
his route so that it never actually paralleled a railway on 
the same street he escaped the “convenience and neces- 
sity” provision under the old law, although a municipal 
permit: was always a requirement, ‘By this subterfuge 
many bus lines were established in competition with 
railways and without the existence of any real transpor- 
tation demand. Henceforth, however, all: buses in the 
state, wherever operated, will be subject to commission 
regulation as to service, fares, etc. New lines can be 
established only when and where there exists a real need. 

The new legislation also promises improvement in the 
matter of franchise taxes and municipal license fees. It 
is provided that 5 per cent of the gross receipts shall 
be paid to the municipality in which the bus operates in 
lieu of all other franchise taxes and license fees. In the 
case of a route running through several towns, the pay- 
ments shall be made in proportion to the route mileage 
in each municipality, the total to amount to the 5 per 
cent already mentioned. In the past, this arrangement. 
was in effect only in the larger cities. Elsewhere it was 
the practice of the municipal authorities to charge what- 
ever license fees they saw fit. Permits were granted for 
comparatively short periods only, and frequent disagree- 
ments arose concerning increases in the fees whenever 
it became necessary to renew licenses. All this has been 
eliminated by the new law. The permits once secured and 
approved by the Public Utility Commission can be re- 
voked only for cause and with its sanction after hearing, 

For the railways the result will be better protection. 
against unfair competition than has existed heretofore. 
For the bus men the new legislation means stabilization 
of their business and an assurance that they can con- 
tinue their operation from year to year without fear of 
sudden and unreasonable increases in their license fees. 
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Personnel Selected and 
Trained in Milwaukee on Scientific Basis 


By John A. Dewhurst 


Associate Editor Etectric RAILWAY JOURNAL 


Psychological Tests, Upon Which Selection or Rejection Is Based, Now Given to Pros- . 
pective Employees — Different Tests Used for Each Class of Employees Based on Job 
Specifications—Importance of Personality Interview and Subsequent Training Stressed 


SYCHOLOGICAL tests coupled with personality 
interviews by a trained psychologist are the fea- 
tures on which great stress is laid in an extensive 
training program developed by the Milwaukee Electric 
Railway & Light Company. Following these selective 
tests is a more thorough training of prospective em- 
ployees. Even after a platform man has been “turned 
in” and is in regular service follow-up checks and ex- 
aminations are made by the instructors—first daily, 
then weekly and later monthly. After the end of six 
months yearly checks and reports are made. Every 
check so made is sent to the office of the supervisor 
of training, where it is transferred to a permanent 
card record. The psychologist also keeps a record for 
eighteen months to check the value of these tests. 
At the present time more attention has been paid 
and more experience has been gained in the testing of 
motormen, because it was early felt that this class of 


employee, due to the accident hazard, has in his control 
the greatest financial liabilities. From the experience 
gained during the early development stages the com- 
pany is now extending the psychological features of 
employee selection to bus drivers, conductors, one-man 
operators, shop apprentices and miscellaneous employees. 
Also, competitive tests for promotion are planned. 
Even the difficult position of schedule maker is being 
studied in order to define the qualities of paramount 
importance necessary in a man. destined to perform that 
work. Most of the efforts, so far, have been confined 
to applicants for railway employees except that all ac- 
countants, clerks, sales clerks, stenographers and meter 
readers must be examined by members of the staff 
under the supervision of the psychologist. 

Applied psychology is introduced as an intermediate 
step in the engagement of new employees to aid in 
the decrease of labor turnover and to improve the 


PPLIED industrial psychology is a 
A ew art, dating back only a few 


would aid in the selection of electric 
railway “motormen. While many rail- 
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years to the early work of Hugo published a letter from Mr. Insull, in lished by ELEctrIc RAILWAY JOURNAL, 
Miinsterburg. It was in 1912 that he which he*urged the study of the problem Sept. 13, 1924. 
first suggested and designed tests which from a _ scientific standpoint. Shortly Abroad, the European electric railway 


after, largely through the 
Mr. Insull, a group of prominent psychol- 


lecting taxicab drivers. An account of 
these tests by Dr. A. J. Snow was pub- 


influence of companies have been quite as active as 
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way properties in this country have done 
experimental work from time to time 
along these lines, it is believed that The 
Milwaukee Electric Railway & Light 
Company has made the most extensive 
studies along these lines of any property 
in this country, culminating in the actual 
application of these principles in the 
practical work of employing new men. 

At the outset, it is not the intent of 
this article to present a treatise on in- 
dustrial psychology or a historical sketch 
of its early development. Such data may 
be found in articles by Morris S. Viteles, 
appearing in the Journal of Personnel 
Research of July and August-September, 
1925. In the October issue of that 
magazine, Dr. Sadie Myers Shellow 
presented a treatise on research in selec- 
tion of motormen in Milwaukee. 

So far as is known to the editors of 
this paper, the first public suggestion 
for the psychological analysis of the 
duties of motormen appeared in an 
editorial in HLECTRIC RAILWAY JOURNAL 
of Feb. 10, 1912. In discussing ways to 
reduce accidents, this editorial said: 

“Tt has been suggested that some new 
ideas might be developed if the entire 
subject was analyzed by what is now 
known as the laboratory methods of 
psychological investigation. There seems 
to be no reason why experimentation 
should be less successful in this branch 
of human knowledge than in the others 
where it has been tried.” 

Martin J. Imsull, president of the 
Middle West Utilities Company, then 
actively engaged in electric railway 
management, inspired the thought just 
quoted. In the issue of ELectric RAIL- 
WAY JOURNAL’ for Feb. 17, 1912, was 


ogists met in New York to consider this 
question. 

One of this group was Prof. Hugo 
Miinsterburg of Harvard University, who 
expressed the belief that psychologists 
could help in the problem. Shortly after 
he began some experiments on the 
Boston Elevated Railway to determine 
the qualities necessary for the position 
of motorman. These experiments are 
described in detail in a chapter in Prof. 
Miinsterburg’s book ‘‘Psychology and In- 
dustrial Efficiency,’ published in 19138. 

The next contribution on this subject 
was in an article by G. W. Gerhardt, 
superintendent of transportation, of the 
Dallas Consolidated Electric Street Rail- 
way, published in the ELEcTRIC RAILWAY 
JOUNRAL of May 20, 1916. This article 
was read before the Southwestern Public 
Service Association by Mr. Gerhardat. 
Mr. Gerhardt is now with the Milwaukee 
company and is greatly interested in the 
Selection tests used’ on that property. 

The next conspicuous example of the 
application of scientific principles in the 
selection of employees was*in a paper 
read by M. McCants in 1922 before the 
American Electric Railway Transporta- 
tion & Traffic Association. The paper 
was printed in the JouRNAL, Oct. 21 and 
28, 1922. At the same meeting a report 
was presented by the committee on 
personnel and training of transportation 
department employees. It contained two 
valuable appendices, one contributed by 
Dr. Leeming of the Chicago Surface 
Lines and the other by Dr. A. J. Row- 
land of The Milwaukee Electric Railway 
& Light Company. 

Another example of applied psychology 
was a Series of tests designed for sgse- 


American companies in developing tests 
to determine the suitability of applicants 
for positions as trainmen. A most 
extended account of the methods fol- 
lowed in Paris will be found in an article 
by L. Bacqueyrisse of the Paris tramway 
system in ELectric RaILwAy JOURNAL 
for Aug. 28, 1924. An account of the 
tests used for selecting motormen in 
Berlin will be found in the issue of the 
JOURNAL for Jan. 28, 1922. 

_In this present article it is intended to 
give a practical presentation of the 
selection and training methods employed 
by The Milwaukee Electric Railway & 
Light Company with particular reference 
to the work performed in the psycho- 
logical laboratory. The equipment used 
in selecting motormen was suggested in 
part by Morris S. Viteles, during his 
part time engagement on the Milwaukee 
property in the years 1920 and 1921. 
The actual apparatus was designed and 
constructed under the supervision of Dr. 
Arthur J. Rowland, educational director 
of this railway company, and Walter J. 
McCarter. 

For the past year Dr. Sadie Myers 
Shellow has been engaged in the work 
on a full time basis and has developed 
and standardized many tests based on 
an analytical study of the various jobs 
on the property. The work has passed 
the experimental stage, and new employ- 
ees are now scientifically selected. 

It seems particularly appropriate that 
this scientific selective work should be 
performed with the proper relationship, 
not only to the employment service, but 
with the educational department as well. 
Dr. Rowland is interested in its research 
aspects as well as its relations to the 
employment department. 
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8. The reaction time of such re- ‘es 
sponse under normal conditions is ac- _'®° 
curately measured and recorded. 170 

4. The ability to co-ordinate hand 160 
and foot actions to eye and ear signals 150 
is determined. 140 

All of these responses are then - 
scored and compared with standards 
that have been previously prepared ee 
from similar examinations of men pits 
long in the service whose operating 3!00 
characteristics are known and whose 90 
ability has been rated by supervisors 80 
and others qualified to pass judgment 70 
on these men. is 

Before the examination of applicants 
for a definite position can take place, 22 
the psychologist must know the speci- 40 
fications of the work required. Then 30 
appropriate tests must be designed 20 
which will quickly bring to light the io 
desired characteristics. Following this, 0 
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average of men and women selected. This phase of the 
work is either performed by a trained psychologist or 
the tests are designed and standardized by the psy- 
chologist and administered under supervision for the 
less important classes of employees. 

The examination consists of interviews, various kinds 


‘of standardized tests 


based on scientific 
principles, and in the 
case of motormen a 
mechanical test that 
is designed to indicate 
the applicant’s possi- 
bilities along four 
lines, as follows: 

1D Wren Pic thee 
training period of the 
mechanical test, de- 
scribed later on, the 
length of time re- 
quired to form new 
habits is determined. 

2. Distribution of 
attention and selective 
response are deter- 
mined by the ability 
to attend to several 
signals amid distrac- 
tions and to select 
the proper response to given signals. 


UNSELECTED 1924 


These two diagrams show the ac- 
complishments made through the 
scientific selection of motormen on 
the property of the Milwaukee Elec- 
tric Railway & Light Company. The 
most significant figure is the reduc- 
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suited for a bus operator. The applicant was persuaded 
to try for this position and proved successful. 

In common with many other companies of this type 
about 50 per cent of the operating expense is for pay- 
rolls, since labor is the largest commodity purchased. A 
saving of only a small proportion in this account is thus 
reflected as a rela- 
tively large amount 
of money. 

The accompanying 
chart shows the most 
distinctive indication 
of the results accom- 
plished during the 
first year that select- 
ive tests have been 
used. During the 
year 1924, motormen 
were not selected by 
test. For the full year 
1925, every motorman 
was selected in the 
manner explained in 
this article, this test 
being inserted in the 
regular program fol- 
lowing the customary 
doctor’s examination 
and preceding the 
“oreaking in’ period. The results 


SELECTED 1925 


tion in men discharged because of 
accidents—in 1924 from 14.1 per cent 
to 0.6 of 1 per cent in 1925. . Aside 
from this there has been a marked 
reduction in turnover as a whole. 
Other data in table on page 626. 


” 


show that out of practically the same 


number of new employees hired, only 


one had to be discharged because of 


accidents as against 23 the year before. 


The figures included in the chart 
and table are comparable, because for 


1924 only those motormen are consid- 


ered who were hired during the year. 


The status of these men at the end of 


the year is the basis of the statistics. 


The same classification was followed 


for 1925. For both years industrial 
and other conditions were essentially 


the same. 


The most significant figures are 


those of men discharged because of 


accidents. Only one of the selected 


motormen was discharged for this rea- 


son, as against 23 of the unselected 


men the year before. By spending one 
hour with each applicant the turnover 


old employees must be examined in 


due to this cause has practically been 
eliminated. Other important improve- 


order to determine the adequacy of 
tests from their known characteristics, 
and critical score and acceptable range 
are determined. 

Nearly every employer of labor either 
consciously or unconsciously uses a 
form of psychology in the judging of 
applicants. It is an entirely different 


Records of New Clerks Improved 50 
per Cent Over Old Average 


Tests of speed and accuracy of ap- 
plicants for clerical and accounting 
positions have raised the average from 
103 to 153. The old average is for 
the clerks who received the tests and 
who had been in service for a long 
period. The new average of 153 is 
for new employees hired during 1925 
with the help of the selective methods. 


ments in results can be noted from the 
table and chart drawn to visualize 
these results. 

It is natural to expect that the acci- 
dent costs will be reduced. The num- 
ber of selected motormen is yet too 
small a proportion of the total in serv- 
ice to permit drawing conclusions. A 


matter, however, to apply scientific principles to predict 
the possibilities of an applicant, to weed out the ineffi- 
cient and to recommend those having definite reactions 
favorable to the proposed requirements. Another impor- 
tant factor of this work is to determine the best job for 
the applicant. For instance, a recent applicant for the 


_ position of motorman showed characteristics better 


study of this situation is being made and perhaps a year 
from now indicative data may be available, which will 
give tangible evidence of the value of these tests. 

To visualize the selective and training methods as 
practised by the Milwaukee company, the writer made 
application in the usual way for the position of motor- 
man. A résumé of his examination and training per- 
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haps will best serve to explain and interpret the opera- 
tion of the system. 

Upon application to the employment department the 
prospect is requested to fill out a form stating name, 
age, certain physical characteristics, home and marital 
condition, previous employment and associations. He is 
also asked to give several names as references. Fol- 
lowing this the employment agent talks with the appli- 
cant, explaining the duties of the position of motorman, 
the hours it requires and the advantages and disadvan- 
tages of the job. This is a service to the applicant 


who may have only a hazy idea of the work for which 
he has applied. The applicant then undergoes a medi- 
cal examination, for eyesight, color blindness, hernia, 
hearing and major physical defects. 

Following this procedure the applicant is scheduled 
for test and examination by the psychologist. 


This test 


An Applicant Taking the Motorman’s Test Used in Milwaukee for 
Selecting Candidates for Motormen 


The seven irregularly-placed squares on the board ahead of the 
applicant flash on and off at a regular frequency. At certain 
times, one of the four events described in the article occurs requir- 
ing a prompt action which is measured on the record tape. The 
insert shows the stand with the two handles and the two foot 
contacts. The larger pedal to the left is part of an auxiliary test 
for response to fright, not being used at the present time. At one 
period during the test, a motor with a ratchet wheel playing 
against a metal strip, is started. At the same time a flash is 
produced in front of the operator’s eye, the instruction being to 
open the switch seen under the stand and to depress the large 
pedal. This is a test of action under emergency conditions. 


is given in the laboratory with no other person present 
except the subject and examiner. The simplicity of the 
surroundings and the total absence of any interference 
of a distracting nature allows the uninterrupted and 
complete concentration held so valuable in a scientific 
examination of this kind. The psychologist first inter- 
views the applicant by asking a number of simple ques- 
tions relative to the applicant’s economic status, his 
habits, why he wants to be a motorman, what he did 
previously, how he liked it, why he wasn’t satisfied, etc. 


EMPLOYMENT RECORD OF MOTORMEN SHOWING REDUCED 
TURNOVER FOLLOWING PSYCHOLOGICAL EXAMINATION 


1924 1925 - 
Not Given Selected by 
Psychological Psychological 
Examination Tests 
Number PerCent Number Per Cent 
Motormen employed during year... 163 100 166 100 
In service end of year............. 98 60 119 72 
Out of service end of year......... 65 40 47 28 
Changed to conductor. . 3 1.8 4* 2.4 
SREBIZMER C4: cfole wiclel eels 27 16.6 33 20.0 
Discharged....... es 35 A Wad 10 6.0 
Due to accidents............... 23 14.1 | 0.6 
Due to other causes............ 12 7.4 9 5.4 


* Of the four that changed to conductor three originally were recommended as 
conductors and one, was recommended as motorman. See charts on page 625. 


Then more complicated questions are asked as to what. 
would he do if confronted with certain situations, some 
of them common occurrences and others involving acci- 
dents. The answers are important in that they show 
common sense, ability to think and rapidity of thinking 
rather than exact procedure, as the applicant up to this 
time has had no training as to company rules and 
approved procedure. This preliminary talk requires 
from ten minutes to half an hour. 

The motorman selection test is then given. The ap- 
plicant stands before a pedestal shown in an accompany- 
ing illustration and grasps the two handles, either of 
which may be moved freely and independently forward 
or backward. In addition there are mounted on a plat- 
form two pedal contacts whose operation requires rais- 
ing one foot or the other slightly. Every individual 
movement is electrically recorded by an apparatus placed 
just behind the applicant, so that each time either 
handle is moved forward or backward or either foot 
contact is depressed an individual number is printed on 
the moving record tape. In this way six different 
movements, numbered 1 to 6, may be recorded. 

About 20 ft. ahead of the applicant is a blackboard 
4 ft. 8 in. x 3 ft: 9 in. im size.” As’ shownfinean 
illustration, seven square holes appear in an irregular 
manner. Each may be illuminated from the rear by an 
electric lamp. Each square opening is covered by a 
piece of green glass so that when the light is burning 
the square is illuminated. 

The sequence of events that happen during this test 
is controlled by a card tape cut like an automatic piano’ 
roll and which is driven at a predetermined speed. The 
operating mechanism of which this is a part is contained 
in the cabinet behind the subject and is of no interest 
to the man being tested. He controls his record only, 
consisting of the printing mechanism operating on the 
second paper tape, electrically driven at the same speed 
as the controlling card tape. The subject is not directly 
conscious of the mechanism or that the record is being 
made. 

The first part of the examination is the training 
period lasting twenty minutes, and the second period is 
the test proper lasting six minutes. There are four: 
things that may happen. If a bell rings the operator: 
is instructed to thrust both handles forward and imme- 
diately back to the normal position. As an indication 
to the applicant (and also to the examiner) a red light 
is flashed in one/of the upper left-hand round holes on: 
the board. If a horn sounds the applicant is instructed: 
that he must move the left handle toward him and the 
right handle away from him. When this is done a blue: 
light flashes in the second round aperture. 

If the illumination in the extreme left-hand square 
fails to appear when the others do, then the applicant 
is instructed to pull both handles toward him quickly 


’ operated then only the other diagonal 
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and at the same time depress the left 
pedal with his left. foot, immediately 
resuming his normal position. If only 
the handles are pulled back then only 
one diagonal half of the square becomes 
illuminated, and if only the pedal is 


half is illuminated. Both actions must 
be accomplished simultaneously to per- 
form the desired result. Fourthly, if 
the upper right-hand square fails to 
illuminate then the operator must move 
the right handle forward, the left back 
and depress the right pedal with his 
right foot. The operations then per- 
formed indicate by illuminating each 
half of the square in a manner similar 
to that mentioned. 

During the practice or training pe- 
riod the applicant is given experience 
in operating each one of the four 
events separately. The mechanism 
flashes all the square lights on and off 
during the training period at the rate 
of 25 flashes per minute. At certain 
regular intervals, just as a flash comes 
on, the bell will ring directing the 
operator to make the appropriate move. 
During the second part of the training 
period similar practice with the horn 
is obtained. During the third part 
habit-forming training is obtained 
‘when the left-hand square fails to be- 
come illuminated and the fourth part when the right- 
hand light fails. Thus there are two auditory events or 
stimuli and two visual stimuli, each requiring different 
operations on the part of the applicant being tested. The 
final portion of the training period is an alternation of 
all four signals at regular intervals. , 

After the training period the operator is allowed a 
relaxation period of three minutes, when he is told that 
during the next series he will be tested, and that any of 
the four events will happen irregularly but only one at 
atime. The appropriate movements of levers and pedals 
must be made. The rhythmic flashing on and off of the 
green lights is increased to 40 cycles per minute. One 
other thing happens at occasional intervals. during. this 
test period to produce distraction. A large white light 
near the upper left corner of the board has heretofore 
been dark. A few times during the test period this 
flashes on with the green lights. The first time nothing 


else happens, so that no movement is required on the 
part of the operator. 


At other times the bell sounds 


The Operating Mechanism. 
One Cut Like a Piano Roll, Which Produces the Sequence of Operation of Light 
Flashing and the Audible and Visual Signals. 
on Which the Applicant Automatically Records His Operations 


An Electric Motor, Through Gearing, Drives Two Tapes, 


The Other Tape Is the Record Tape, 


or one of the green lamps fail to light, calling for a 
movement by the operator. His reactions at this sur- 
prise are noted both on the tape (if he moves a lever 
or a pedal) and also by the examiner giving the test. 
Also at predetermined. intervals the person giving the 
test asks a simple question, such as “Did you see that 
light ?”—a distraction common to a motorman when a 
passenger asks a question. 

The test ends. The record is then analyzed. About 
5 yd. of paper for the training period is set aside 
for possible research later. The test section, more than 
2 yd. long, is scrutinized by placing over it a transparent 
template with correct markings. Errors are counted 
and a score is determined based on a predetermined 
schedule. -A score of 50 is just passable. Below 50 the 
applicant generally is rejected, except in certain un- 
usual cases. If the score is above 50 the applicant is 
recommended unless the psychologist has found him 
lacking or deficient in the personality interview. Both 
the test and interview are considered essential elements 


|| 


Consistently 


Consistently High 
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Analysis of Motormen’s Test Record Indicates Characteristic Tendencies 


Analysis of the ‘six-minute motormen’s 
test with the mechanical equipment in- 
dicates. not only an average score but 
certain other characteristics: as. shown in 


the five curves above, 
the first curve might be_ high, 
indication would be that the operator be- 
came fatigued and this characteristic would 


The average for have to be watched most carefully during 
yet the his training. The third curve for the 
erratic applicant might have meant that 
he was careless or easily distracted, 


. 
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in the examination by the psychologist and approval is 
based on judgment and not on arbitrary records. 

The analysis, besides showing the total score, shows 
the score for each quarter of the selection tests. Inter- 
esting conclusions are drawn from these data. Several 
typical analyses are reproduced in charts on page 627 
to show representative cases. 

During the time required to calculate the score, an 
observation test is made. The applicant is given a pic- 
ture to study showing an accident between two auto- 
mobiles as reproduced in the illustration below. <A car, 
several police officers, an ambulance, a crowd, a clock 
and many extraneous details, such as street and adver- 
tising signs, are shown. The picture is studied for two 
minutes and then the applicant is given a list of 40 
questions which he must answer concerning the details 
in the picture. The answers are likewise scored on a 
predetermined schedule and are considered an element 
in the final score depicting the power of observation. 

The applicant has now spent perhaps an hour to an 
hour and a half in the laboratory. If approved he is 
sent back to the supervisor of instruction. During the 
interval required to deposit the $5 necessary to cover 
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Recommendations to Chief Instructor 


x 
Selection Test Score: ABCDE 


Needs for Special Training: This man allows his 
attention to wander and will have to be watched in 
this matter. He is easily distracted and will have to 
be warned about watching the job. He should learn 
quickly. His actions quickly became automatic, so 
see that he has the proper emergency training. 


SUPERVISOR OF TRAINING. 


property loaned by the company, the supervisor fills out 
an introduction card to the chief instructor which he 
gives to the applicant with instructions to report at the 
next regular class of apprentice motormen. Under 
sealed cover the supervisor of training, also versed in 
the psychological test methods, interprets the psychol- 
ogist’s score and recommendations into direct instruc- 
tions to the chief instructor, a representative example 
reading as in the recommendation shown above. 

From this point on the applicant becomes a student 
motorman and is under the direction of the transporta- 
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Observation Test Given to Applicants for Motormen in Milwaukee 
The applicant is instructed to look at this picture intently for two minutes 


and then is given this list of questions to answer. 


your own power of observation. 


The score is based on the 
accuracy, number answered and time required. Try this yourself and measure 


24, Was he wearing a hat or cap? 
25. Was it raining? 


26. How many light globes were there on 
the lamp post? 


Questions 

What was the time of the accident? 
. In what year did it take place? 
- Where did it happen? 
What was the collision between? 
. Did the taxi run into the limousine or 
the limousine into the taxi? 

6. What was the name of the taxicab? 

7. What was the telephone number on 
the windshield of the taxicab? 
8. Was the limousine light or dark col- 
ored? 

9. Were the front wheels of the limousine 
damaged? 


10. Was the glass in the limousine shat- 
tered? 


11. Was there a passenger in the taxicab? 


ol 8 Doe 


12. Where was the taxicab driver? 

13. Where was the driver of the limousine? 

14, Were there any passengers in the 
limousine? 

15. What was the name of the clothier in 
the picture? 

16. Was there a fiag in the picture? 

17. What was the name on the ambul- 
ance? 

18. Was it Summer or winter? 

19. How many policemen did you see? 

20. Was there a mail box in the picture? 

21. What was the license number of the 


22. What was the license number of the 
limousine? 

23. Was the cab driver wearing a light or 
dark suit? 


27. Was there a traffic sign in the pic- 
ture? 


28. Was the driver of the ambulance in 
his seat? 

29. Was the victim of the accident on a 
stretcher? 

30. How many stretcher bearers were 
there? 

31. Was there a trolley car in the picture? 

32. On what street was it running? 

33. Was the taxi driver knock-kneed? 

34. Name the hotels in the picture. 

35. Was there a theater in the picture? 

36. What play was running? 

37. Who was the star? 

38. Was there a flour advertisement in 
the picture? 

39. What brand of tires were advertised? 

40. What brand of collars were advertised? 
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tion department. The student enters a class of from 
four to eight, preferably four, and receives talks by the 
chief instructor in the school room at Fond du Lac 
station. Samples of the various types of controllers are 
set up, simplified car wiring details and air-brake dia- 


grams are explained, instructions and practice in operat- 


ing controllers and air brakes and hand-operated door 
mechanisms are given to acquaint the student with the 
“feel” of each type of equipment. A practice trip is 
then made on certain routes requiring about 23 hours, 
and each student is allowed to operate the car in turn. 

Later other classroom instruction is given on the sub- 
jects of meter cards, car condition reports and accident 
reports. Great stress is laid on the proper methods of 
filling out accident reports, getting witnesses in all cases 
and other essential details. Two days are spent in this 
way with the chief instructor. 

The student is then assigned to a regular instructor, 
a motorman in regular service who has been specially 
trained in instruction work. Here again is an essential 
difference in the Milwaukee methods. Motorman as- 
signed to instruction duty in conjunction with their 
regular work must select certain runs known as “stu- 
dent instruction runs.” On these runs certain types of 


Gil qe2tenographers in Service But Tested to Forma Standard Salary 
100 140 180 220 260 300 Range 
A /82 Al. IS /O750 -/30. 50 


B $.92,50-/02. 50 
c $ 15-85 
Fig.l : 
Grade New Stenographers Selected Jan.1,1925 to Jan. 1, 1926 Salary 
100 140 180 220 2 300 Range 
A 245 50h § 107 and over 
B 164 240 $8750-/07 
166 2/ 
c 4 $ 72.50-87.50 


Fig.2 
This Chart Shows a Better Classification of Stenographers 
Due to Selective Methods Used at Milwaukee 


Fig. 1 above shows the status of the stenographers in the service 
of the Milwaukee Company as tested by the psychologist, and 
it is here seen that the third class or lowest salary range 
stenographers had the worst and also the best standing. Com- 
pare this with what is shown in Fig. 2, in which the three 
grades have become separated—those stenographers having a 
higher rating receive the highest pay, and the lowest grade the 
lowest salary. 


equipment are used. The student is assigned for a 
period of several days to motormen on various lines out 
of each station so that he has experience with different 
platform instructors and on all types of cars in use. 
The platform instructors turn in daily reports, grading 
the student on sixteen points in four groups as follows: 

Operation—Starts, stops, traffic rules, judgment of 
distance. 

Safety—F ollowing vehicles, passing vehicles, warning 
signals, carefulness, attention, emergency. 

Service—Stopping for passengers, civility. 

Responsibility—Conduct, following instructions, neat- 
ness, schedules. ~ 

These reports go to the supervisor of training and 
the grades are recorded on a permanent record. In all 
about seventeen to nineteen days is thus consumed, dur- 
ing which time the student has practiced on all lines 
operating out of the station. The student is then sent 
to the chief instructor for final examination; if he 


passes he is “turned in.” Instead of going on the extra 
list, he is assigned to operate alone on one of the student 
runs with a regular conductor. The regular motorman 
takes some other open run for these days. The student. 
works seven days on each line, the full assignment re- 
quiring in all about two months time. Thus much 
practice immediately follows the training. During this 
period the line supervisors make frequent observations, 
and the written reports made after each observation are 
subsequently filled in on the motorman’s permanent 
record. Assistant instructors also watch the new men 
frequently and report to the chief instructor. After 
this extensive training, lasting from two to three 
months, the new motorman takes his turn on the extra 
list. 


SELECTION OF OTHER EMPLOYEES 


Bus operators, shop apprentices, clerical employees 
and stenographers are now selected by appropriate tests, 
and after well-planned interviews. Applicants for posi- 
tions as bus operators must subject themselves to a 
road test first, as the present requirements are that they 
must know how to drive a gear-shift car. This road 
test, then, is in a sense a trade test. Upon passing 
this, the prospect is examined by appropriate mental 
tests. Last year, 27 per cent of applicants who applied 
failed to pass the psychological examination. 

The other classes of employees are given appropriate 
tests to bring out indications of their fitness. One of 
the diagrams shows the situation that existed in the 
stenographic department. There were three grades of 
employees having appropriate salary ranges. It was 
found by test that the old employees did not fit ac- 
curately into this grouping. In fact, the employees 
showing the highest test were in the lowest paid group. 
This condition has been rectified in the new employees 
hired since this method of selection was introduced. 


Cleaner Cars at Less Cost by 
Spray Washing 

N ELEVEN operating stations the Cleveland Railway 

now cleans its cars by the spray method.. The car is 
run on the cleaning track and given a shower bath by 
sprays that wet the car thoroughly from the roof down 
to the lowest side of the side panels. 

After the loose dirt is flushed off and the balance is 
thoroughly soaked the car is run ahead about a car 
length to the washing rack, with troughs on either side. 
The car cleaning gang with brushes then gives the car 
a thorough scouring on the outside. No time is wasted 
with pails and water as the brushes are dropped in the 
trough for rinsing and replenishing with clean water. 
At the same time part of the car cleaning gang is work- 
ing on the inside of the car, washing windows, cleaning 
seats, ceilings and sides of the car and also the floor. 

The cars are then run under the rinsing rack, after 
which they are run into the yard or carhouse and allowed 
to air dry. 

By this process the cost of cleaning cars has prac- 
tically been cut in two, decreasing from $1.80 on the 
old basis to 90 cents with the spray cleaning method. 
The cleaning is done by gangs of seven or eight people 
and the cars can be cleaned at a rate averaging six cars 
per man per day. Not all this saving is allowed to 
revert to the company, however, since cars are now 
washed every four days, whereas they used to be washed 
every ten days. So, for about the same cost, the cars 
are kept much cleaner, 


630 


Additional Doors Speed Trailer Operation 


RAILER operation, much used in Cleveland, Ohio, 
by the Cleveland Railway, has never resulted in 


balanced loads between motors and trailer, the pref- 


erence being to ride in the motor car. In an attempt 
to overcome this tendency on the part of the passengers, 
several trail cars have been constructed with a single 
door just to the rear of the center-entrance double door, 
the idea being borrowed from Toronto. Normally the 
double door is used for entrance and the single door 


A Third Door in Cleveland Railway Trailers Separates Incoming 
and Outgoing Streams, Facilitating Passenger Interchange 


for exit, the conductor standing between and collecting 
fares on the Peter Witt pay-as-you-pass system. At 
busy unloading points all three doors are used for dis- 
charging passengers. 


This tends to increase the use (; the trailers, as a 


crowd waiting to board is more quickly absorbed from 
the street, as there is absence of confusion resulting 
from two opposing streams of traffic so close together. 
In the motor car this is not experienced, as the pas- 
sengers board the front end through the door controlled 
by the motorman and alight through the center doors. 


Modernization Activities Described in 


Recent Publication of Georgia Company 


UTSTANDING among the various extensions of 

service made by the Georgia Railway & Power 
Company during 1925 were the purchase of 60 new 
street cars of modern type, including 40 one-man safety 
cars, and the purchase of fifteen double-deck gas-electric 
buses. Two bus lines were established: in newly devel- 
oped residential sections, where no transportation had 
previously been supplied. The buses are operated by 
the Atlanta Coach Company, controlled by the Georgia 
Railway & Power Company through ownership of the 
stock. : 

These points were made in a beautifully apportioned 
booklet recently published by the Georgia company to 
portray the manifold activities of its own organization 
and its subsidiary companies. The major portions of 
the Georgia company’s service deals with the production 
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and distribution of electric power, so that naturally.a 
greater emphasis was placed upon this work in pre- 
paring the booklet. However, the street railway is by 
no means neglected. Several interesting pictures and 
considerable text are included to describe the trans- 
portation facilities provided in Atlanta, where the 
Georgia company’s railway and bus lines are located. 

Discussing the general franchises of the company, 
the point was made that all street railway franchises 
now held are without time limit, except those for 
approximately 20 miles of track, which are limited to 
50 years from 1899. The electric light, power and gas 
franchises are without time limit. 

Many pictures of the power developments on the 
Tallulah and Tugalo Rivers are included, as are also 
photographs of five plants on various other rivers. The 
six developments on the Tallulah and Tugalo Rivers will 
have a total installed capacity of 284,500 hp., while the 
five additional plants will add 28,500 hp. to the grand 
total. The company operates under 999-year lease the 
properties of the Georgia Railway & Electric Company 
and Atlanta Gas Light Company, which own and control 
the electric light and power, gas, street railway and 
steam heat business in the city of Atlanta and vicinity. 
Under the terms of the lease, the lessee pays the fixed 
charges, dividends-on the Btoels of the lessor one main- 
tains the properties. 


Texas Safety Contest Reduces 


Accident Cost 


O INSTILL in employees a continuous desire to 

co-operate in the prevention of accidents the Texas 
Electric Railway has organized its trainmen into safety 
teams and distributes suitable prizes to stimulate in- 
terest. It has been found that by organizing trainmen 
into teams a relationship between co-workers is crystal- 
lized and responsibility is placed on each member to 
keep his record clean, not for himself alone but for the 
sake of his team. 

Teams were organized in the latter part of 1918. 
The trainmen were divided into teams of ten men to 
each team on the interurban and Waco City lines, with 
a proportionate number of men to the team on each of 
the short local lines. Under the operation of this sys- 
tem each team is charged with the cost of every accident 


Average per cent of gross revenue 1918 to 1923...........-.0csecuceeeee 4.08 
For'the year 1924 of gross revenue ::...0... <<): 10 a++ ss deine ws Le eee 3.15 
For ten months of 1925 of gross revenue........0+screrecceureccseeusihe 3.54 


in which any man on the team is involved, and a pen- 
alty of $25 is charged against the cost of the accident 
for each unreported accident in which a member is 
involved. 

Prizes are awarded every six months and range from 
$200 on the interurban divisions down to $75 on the 
city lines. The distribution is based on the cost of 
accidents of each team. The team having the minimum 
accident cost receives the first prize and the second 
minimum cost team receives approximately one-half as 
much. In addition to the team prizes, each individual 
member going through a half year without an accident, 
regardless of the standing of his heat, receives a prize 
of $7.50. 

Since the inauguration of this safety .program the 
percentage of revenue absorbed by claims. including the 
prizes, is as shown in the table above 


' vehicular traffic on each side: 


April 10, 1926 


ELECTRIC RAILWAY JOURNAL 


631 


portation Practice 


Extensive Use for Car Tracks in Reservations in the Center of the Street Is a Feature of 
Electric Railroading i in New Orleans— Methods of Keeping Cars on Schedule 
and Training Platform Employees Are Discussed in This Article 


ROBABLY no other city in the country equals New 

Orleans in the number of miles of electric railway 

track which is laid in reservations in the center of 
the street, or ‘neutral ground” as it is generally called 
in Southern cities. Other electric railways in the South, 
like Mobile, Memphis and Pensacola, have a considerable 
amount of this construction, but of the 221 miles of track 
composing the system of New Orleans Public Service, 
Ine., more than one-third, 90 miles to be exact, is on 
neutral ground. 

In most cases, especially in the older part of the city, 
these sections of neutral ground were originally canals, 
built for drainage purposes. Now most of them have 
been roofed over and the space above has been filled in, 
making extremely wide parkways. They form ideal 
locations for electric railway lines as no vehicle traffic is 
allowed on them except cross traffic at street intersec- 
tions. The streets with neutral ground in the center 
are so broad that there is a wide roadway for one-way 
The neutral ground is 
curbed on each side and generally is sown with grass. 
The widest of these streets with neutral ground is Canal 
Street, the principal retail business street in the city. 
Here the street is about 160 ft. wide and the neutral 
ground contains five tracks for a considerable distance. 
There is a difference in elevation of some 20 ft. between 
the portions of the city along the Mississippi River and 
Lake Ponchartrain and the central portion lying be- 
tween. The grades are very slight, however, being only 
sufficient to provide for drainage. This condition and 


Lgl 


tees This view of St. Charles 


Osage Avenue is typical of the 
: a ‘neutral ground’ con- 
| Paving is used for the 
: cross streets, but the space 


struction in New Orleans. 
_ » __ betweenis sown with grass. 


in New Orleans 


the existence of the many streets with neutral ground 
are favorable to good local transportation. 

The chief impediment to operation in the past has 
been that some of the tracks in the city, during the 
period of competition between the old companies, were 
laid with a 5-ft. 24-in. gage and some with a 4-ft. 83-in. 
gage. Under the present management this condition is 
being corrected. The wider gage was chosen, as by far 
the larger part of the system used this gage. At pres- 
ent only about 40 miles of track remains with 4-ft. 84-in. 
gage and this will be changed to the wide gage at an 
early date. 

The average schedule speed of the cars is 94 m.p.h. 
This, it will be recognized, is fairly high for a purely 
city system, because New Orleans has no, “suburbs,” as 
that word is understood in most cities, and the company 
has no interurban extensions. Its longest line outside 
the built-up section is to Spanish Fort, a distance of 7 
miles, and that line is operated only in the summer. In 
the congested district the speed of the cars is slightly 
more than 5 m.p.h. 

In ordinary daily service about 430 cars are required. 
Most of these are 47 ft. 8 in. long and are equipped with 
two motors each. Altogether the company has 372 cars 
of this type. It also has 101 single-truck cars and 42 
trailers, these latter being used on some lines in the rush 
hours only. Plans are under consideration for the pur- 
chase of considerable new rolling stock. The company 
has no one-man cars. 

Bus equipment consists of six Macks, nine Yellows, 
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one Graham Brothers and three Fageol 
gas-electrics. In general the bus lines 
are extensions to trolley lines or con- 
nect one or more trolley lines in the 
outskirts of the city. There is one bus 
line parallel to trolley lines, but in ter- 
ritory not directly served by them. 
All buses have one-man operation. 
The fare on both bus and trolley is 
7 cents with free transfers. For the 
convenience of the public the company 
will sell fare tokens for the’single fare 
of 7 cents, but does not do so on the 
cars. The reason for this is that, at 
times, the conductors would be too 
busy to sell them and the public would 
not understand why tokens could be 
purchased on the cars at certain hours 
and not at others. The company, how- 
ever, realizes the saving of time in car 


Transportation in New Orleans 


The view at the top shows the latest type 
of electric cars in New Orleans, the ‘900” 
series. The “800” series is quite similar. 

At the right is a typical view of Canal 
Street, the principal retail business thorough- 
fare in New Orleans. In the view shown the 
reservation, or “neutral ground,” in the cen- 
ter contains four tracks, but in some parts 
there are five tracks. The highways on each 
side are wide enough for a row of parked 
automobiles and space for at least three rows 
of moving cars. 

The lower view shows one of the com- 
pany’s buses, used in crosstown service. 


| to speed up the service. 
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The Principles of Motor Operation Were Explained to the 
Student by Means of This Blackboard 


loading when passengers in considerable numbers 
use tokens. In consequence, during the afternoon 
rush hours, the company has extra conductors on 
the street at seven downtown terminal points to sell 
tokens, give any required information and in other ways 
These men, who are chosen for 
their appearance and sales ability, are on duty from 4:30 
to 6:30 p.m. In addition the company sells tokens at its 
‘main office and also at its downtown information bureau. 
About 5,500 tokens are taken in during an average after- 
moon rush-hour period. 

The information booth mentioned is on Canal Street, 
near the center of the principal retail business district, 
_and is in a small building erected on the neutral ground. 
Here patrons can get information as to the routes to 
take them to any destination in the city. The booth is 
.also the headquarters of an emergency man to care for 
-car delays in the commercial district. 


CARING FOR SCHEDULE DELAYS 


Great care is taken on the New Orleans lines to. keep 
cars to schedule and care for traffic delays. One reason 
for this is that a considerable number of the streets over 
which the cars run are not paved except for the space be- 


On Esplanade Avenue Near Galvez Street, Showing Span Construction. 


ELECTRIC RAILWAY JOURNAL 


633 


ON 


GUA SHE RE 
8 BE 


This Schematic Diagram Is Now Used to Teach the Student 
Motormen How to Bring in a Disabled Car 


tween the tracks and for 18 in. outside of the rails. This 
portion of the paving the company is still obligated. by 
law to construct and maintain. During dry weather 
all parts of these unpaved streets can be used by vehi- 
cles, but after heavy rains the paved portion along the 
track is apt to be used by all the vehicles because of the 
bad condition of the rest of the street. Then if a 
truck breaks down or becomes mired in the unpaved sec- 
tion of ‘the street near enough to the track to foul a car 
a blockade is caused. 

To combat this condition the company has a very effi- 
cient emergency service system with both emergency 
trucks and car wreckers. To supplement them, it stores 
towing ropes at different points on the system. These 
cables are of seven-strand galvanized wire with a link 
at one end and a hook at the other. By their aid an 
electric car often can pull a stalled truck out of the mud 
or off the track. 

Every important car line has its own supervisor who 
is on duty uptown in the morning and downtown in the 
afternoon to see to the regular movement of cars. A 
supervisor is also always stationed near the entrance to 
the grounds when any important outing or other occa- 
sional event is held. By counting the number of per- 


On Some Other Neutral Ground Center Poles Are Used 
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sons entering the grounds or theater he can approxi- 
mate the number of cars which will be required after 
the event is over. 


RECRUITING PLATFORM MEN 


Each successful applicant for employment must be at 
least 5 ft. 4 in. tall, weigh at least 130 Ib. and be not 
more than 35 years of age. To be considered, he must 
furnish four references of people who have known him 
from one to five years, as well as the names of his em- 
ployers for the previous five years. If one of these ref- 
erences is not satisfactory the applicant is not neces- 
sarily rejected. A representative of the company calls 


on the person writing the unsatisfactory letter:to learn 


the basis of his disapproval of the applicant. If the 
disapproval seems to be largely personal, the applicant 
is asked to supply two more references. 

Certain prior employments have been found not to 
give very satisfactory recruits for the electric railway 


NEW ORLEANS PUBLIC SERVICE INC. 


DAILY REPORT OF ROAD INSTRUCTOR. 


Date ————— 19? | 


LINE TRAIN No. CAR No. 


Conductor 
STUDENT 
Motorman Badge No, — 


Conductor 
PROBATIONARY 
Motorman Motorman 


Conductor 
REGULAR 


Dry Double Truck On. 
TRACK TYPE CAR TIME 
Bingle Truck of 


Slippery M. No. Trips 


NAME OF PLATFORM INSTRUCTOR 


Badge No. 


CONDUCTORS AVERAGE MOTORMAN AVERAGE 


Appearance Appearance 
Collecting and Registering Fares Controller 
Bell Signals Air Brake 
Receiving and Discharging Passengers Hand Brake 
Issuing Transfers Doors 
Trip Sheet and Reports Sand 
Deportment Power Saving 


TOTAL Crossings and Curves 


Deportment 
TOTAL 


REMARKS — 


RECOMMEND. 


Rate. % Name. Date Appointed 


Action Taken — 
RATE CODE 


100% Excelleat 
IS% Good 
50% Fair 

25% Poor 


Road Instructor’s Daily Report Form Used by New OEE 
Public Service, Inc. 


business. These employments are steam railroading, 
structural iron work, pile driving and marine work. 
Former steam railroad men are not considered desirable 
because those who come to the electric road application 
office are usually those with freight train experience 
only and accustomed to handling heavy equipment in 
rather a rough manner. Men from the other trades 
mentioned, it is also thought, are so used to heavy work 
as to make them unsuited to the more careful manipula- 
tion required of electric cars. Recruits most perferred 
are the young men from the country districts surround- 
ing New Orleans. 

Every candidate whose application blank indicates 
that he would make a satisfactory:employee and whose 
personal appearance is promising receives a preliminary 
hearing, sight and color test before being passed to the 
physician for a physical examination. If accepted thus 
far he is taught the fundamentals of platform operation 


at the schoolroom, and then is sent to a carhouse for 
The schoolroom for the motormen_ 


road instruction. 
is fitted with an electric board on which has been painted 
a schematic diagram with lamps to. show the car cir- 
cuits. The school room also contains a full-sized skeleton 
car with complete electrical equipment. 


of the car, so that by turning one or more switches 


the instructor can bring about the effects which would 


be caused. by the more common equipment troubles. 
Thus one switch will ground No. 1 motor, a second will 
open the controller circuit, a third will open the circuit 
of the resistors, a fourth will open the circuit of one of 
the motors, and so on. ~ 
Before a student motorman is allowed to aualkey 
for service he must be able, when standing at the con- 
troller, to tell from the performance of the motors as 
the controller handle is turned which switch has been 
moved and what the defect is in the motor circuit. He 
must also be able to say what course he has to follow, 
with a defect of that kind, to bring his car to the car- 
house. 
i.e., not to make equipment experts of the men, but to 
teach them enough to prevent cars with slight troubles 
from blocking the line. Further particulars of the 
methods used by New-Orleans Public Service, Ine., in 
instructing employees will be found in an article in the 
issue of this paper for Aug. 2, 1924. The only impor- 
tant change made since that time is the substitution of 
the board with miniature lamps to show the car circuits, 
mentioned above, for a blackboard with circuits desig- 
nated by white lines. The present arrangement simpli- 
fies the instruction, as the circuits can be cut out in 
proper sequence by switches. 
The instruction given to conductors relates to the 
duties to passengers, methods of collecting and register- 
ing fares, making change, signaling the motorman, etc. 


After a preliminary instruction of fifteen days or so, 


depending on the aptitude of the man, he returns to the 
chief instructor for a preliminary examination, mostly 
oral. If this is satisfactory he returns to the carhouse 
for a period of about 30 days. He then has to pass a 
written examination of some 80 questions. Typical 
questions follow: 


EXAMINATION FOR MOTORMEN 


1. When the car is under headway, what is your position 
on the platform? 

2. When you leave the platform of the car, what precau- 
tion are you to take in matter of the controlling levers? 

3. What are the bell signals from the motorman to con- 
ductor? 

4, What are the bell ‘signals from the conductor to 
motorman? 


EXAMINATION FOR CONDUCTORS 


1. Under all ordinary circumstances, while the car is 
under way, what is the conductor’s proper position on car? 


2. On the “open-door” type of car, when traffic is heavy . 


and rear platform is crowded, what is the conductor’s 
proper position on platform? 
3. Why is it necessary for you to assume this position? 
4. What are the bell signals from the conductor to the 
motorman? 


As these 80 questions really cover all of his duties, 
the candidate is given a copy of them to study some days 
before he has to pass the examination. 

During his trial period on the road frequent reports 
of the performance of each student motorman and con- 
ductor are received by the chief instructor. The blank 
used for this purpose by the road instructor is re- 
produced. 


The circuits of | 
this equipment are provided with switches at the side 


That, in fact, is the purpose of the instruction, 
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London Bus Service Reduced to 
Relieve Congestion and Protect Tramways 


Decrease Ordered by Ministry of Transport in Number of Daily Bus Trips—Further 
Restrictions Contemplated — Protests Made by Independent Operators — Co-ordina- 
tion Under a Single Management Considered as a Possible Solution of the Problem 


Both Trams and Buses Contribute to the Congestion at Aldgate 


OLLOWING prolonged study of the traffic and 

transportation situation in London, the Ministry 

of Transport has ordered drastic cuts in the daily 
number of bus trips on one of the great thoroughfares 
serving the western suburbs. This ‘action is intended 
to be the forerunner of similar orders applicable to 
other important routes. The object is twofold; to les- 
sen street congestion and to protect the tramways from 
ruinous bus competition. 

Congestion of street traffic in London is an old prob- 
lem, having first attracted public attention more than 
40 years ago. In fact, congestion in the central area 
was one reason why no tramway lines were built there 
when electric railways first came into vogue. Suc- 
cessive British governments appointed royal commis- 
sions to study the traffic problem but no action ever was 
taken. 

The advent of the motor vehicle made matters far 
worse than ever they were. General motor traffic 
increased rapidly, and motor buses soon became much 
more numerous than the horse buses which they super- 
seded. In England generally local authorities have a 
certain amount of control over buses through the issue 


of licenses to which conditions can be attached. : In 
London, however, the Metropolitan Police is the 
licensing body, and it has no power to refuse licenses 
so long as the vehicles conform to requirements as to 
size and general structural design. Neither can the 
police fix the routes on which buses shall run. Thus 
in recent years hundreds of new buses have come upon 
the streets, all at liberty to run when and where they 
please, except on a few streets where all buses are 
forbidden. 

An accurate idea of the rapidity of this growth is 
given by the number of bus licenses in force during 
each of the last five years. The Home Secretary is 
authority. for the following figures: 1921, 3,473; 1922, 
31325 1928, 5,047; 1924° 53884-41925 5,478: 


MINISTRY OF TRANSPORT CREATED AND ADVISORY 
COMMITTEE APPOINTED 


Soon after the World War the jealousies and antag- 
onisms among the numerous local authorities of the 
London metropolitan area were sufficiently ironed out - 
to permit the creation of a Ministry of Transport with 
broad powers of regulation over tramways and highway 
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traffic. This ministry has certain authority over the 
issue of bus licenses in the country but not in London. 
However, this lack was made up in 1924 by the passage 
of the “London traffic act.” This law authorized the 
formation of a London and Home Counties Advisory 
Committee whose function is to give advice and assist- 
ance to the Minister of Transport in relation to traffic 
in the metropolitan district. Members of the commit- 
tee are appointed in specified numbers by the local 
authorities, by the police, by a secretary of state, and 
by the Minister of Transport. 

Power has been given to. the advisory committee to 
attach conditions to bus licenses as to routes and sched- 
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of Transport issued, in accordance with a recommenda- 
tion of the committee, a list of important streets on 
which no additional buses would be allowed, as facil- 
ities already in existence were thought to be consider- 
A second such order 
was issued in midsummer. Included on the two lists 
were all the principal streets in the metropolitan area, 
some having tramways and others without tramways. 
The position was thus stabilized. 

According to the London General Omnibus Company, 
the average number of buses now operated by it in the 
London traffic area (inside 25-mile circle) is 3,914, and 
within the Metropolitan Police District (inside 15-mile 
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Extensive Duplication of Routes of Tramways and Buses in London as Shown Here Is a Source of Serious 
Traffic Congestion and Economic Waste 


ules. Moreover, the Minister of Transport, with the 
approval of this committee, may restrict or prohibit 
the operation of buses on certain streets, or may stipu- 
late to the various bus operators how many trips eac 
one shall make. : 


POSITION STABILIZED 


Owing to the delays of local authorities it took a 
long while to secure the appointment of the members of 
the advisory committee. Soon after being fully con- 
stituted, however, the committee showed that it intended 
to do something. In the spring of 1925 the Minister 


circle) is 3,792. About 500 independents also are oper- 
ating in the latter area. 

Ownership of buses according to the latest available 
information is as follows: 


102 proprietors with 1 bus each 
proprietors with 2 buses each 
proprietors with 3 buses each 
proprietors with 4 buses each 
proprietors with 5 buses each 
proprietors with 6 buses each 
proprietors with 7 buses each 
proprietors with 8 buses each 
proprietors with 9 buses each 
proprietors with 10-20 buses each 
proprietors with 21-30 buses each 
proprietor with 31-40 buses 

1 London General Omnibus Company with 4,628 buses 
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Consideration was next given to rdMucing the num- 
ber of bus trips on streets where more service was 
being given than really was needed. Tramway streets 
were considered first. In the report of the advisory 
committee the urgency of protecting the tramways 
against intensive bus competition was emphasized. It 


_ was pointed out that the situation was serious, as with 


the exception of Ilford Urban District Tramways 
(municipal) none of the tramways in the London dis- 
trict was profitable. The committee stated that the 
tramway service was an essential part of the passenger 
transport system of London, especially for the working 
classes. It was pointed out that during the early morn- 
ing hours the tramways are used to their utmost capac- 
ity in carrying passengers at the cheap and unprofitable 
workmen’s fares imposed on them by statute, while 
few or no buses are on the streets. Heavy charges 
borne by the tramways for road maintenance also were 
considered and the committee came to the unanimous 


Traffic Congestion on Ludgate Hill, London, 


conclusion that an immediate check to the competition 
was essential if the tramway services were not to become 
bankrupt. 


| 


FIRST REDUCTION IN NUMBER OF TRIPS 


On Feb. 24, 1926, announcement was made by the 
Minister of Transport that on March 29 a reduction 
would be made in the bus service on Uxbridge Road 
between Shepherd’s Bush and Uxbridge. Intensive com- 
petition between buses and cars of the London United 
Tramways exists on this route and much unnecessary 
service is operated. 

The independent bus owners are objecting strenu- 
ously to the restrictions, while the London General 
Omnibus Company, as part of the London Underground 
“combine,” is interested in suburban tramways, and is 
acquiescent. The present plan is to reduce the L. G. O. 
trips and the independent trips in the ratio of two to 
one. Four petitions, aggregating 900,000 signatures, 
have been presented to the House of- Commons in protest 


against this measure.. 


It has been announced by the advisory committee 


‘that regulations will be issued for other tramway routes 


where wasteful competition exists and where service 
can be reduced without detriment to the public. It is 
probable that the regulations will involve ultimately the 
removal of several hundred buses from the routes over 
which they now operate. Unless the proprietors can 
find other routes on which they can profitably operate 
them without creating wasteful and uneconomic com- 
petition with existing passenger transport: facilities or 
causing unnecessary congestion in the streets it will 
be necessary for these vehicles to be removed altogether 
from service in the Metropolitan Police district. Such 
a result must necessarily impose some financial loss on 
the proprietors affected, and there is no power under 
the London traffic act or otherwise whereby any com- 
pensation could be paid or obtained in respect to such 
loss, either in respect to capital invested or otherwise. 
In these circumstances the Minister has suggested that 
proprietors as a body might voluntarily set up a fund 


Is Typical of Conditions on Many Routes 


to which all would contribute, and from which financial 
assistance could be afforded to those proprietors who 
may sustain loss. Sympathy for the losers is mitigated 
by the fact that many of them entered the business 
with full knowledge that restrictions were pending. 

According to Sir Henry Maybury, director general 
of roads in the Ministry of Transport and also chair- 
man of the advisory committee, the actual increase in 
omnibus facilities has been even greater than the figures 
indicate, as in pre-war years the average seating capac- 
ity per vehicle was 34, whereas today it is 50. The bus 
has been employed to a large extent in direct competi- 
tion with other forms of transport, in a way that has 
been: financially detrimental to the rapid transit lines 
and almost disastrous to the tramways. More serious 
still has been its effect in arresting development in 
railway and tube construction, much needed now on ac- 
count of the increasing tendency to live further from 
the center. 

Perhaps partly due to depression in trade, but mainly 
owing to the increasing competition by buses, the munic- 
ipal London ‘County Council Tramways—the largest 
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tramway undertaking in the metropolitan area.and for- 
merly a prosperous one—has shown an increasing deficit 
during the last few years. The financial year ends 
on March 31, and the last accounts available at present 


are those for the twelve months ended March 31, 1925. 


Figures are given by years in the accompanying table. 


FINANCIAL RESULTS—LONDON COUNTY COUNCIL TRAMWAYS 


1922-1923 1923-1924 1924-1925 
Operating revenue.............-0+6 £4,895,605 £4,374,057 £4,229,837 
Operating expemses..........-.-... 3,660,577 3,518,362 3,754,140 
Grossincomie:.2..ueesacehiewixsie selene poi 250,026 £855,695 £457,697 
Amp OT bizaitl OD). 1ees tel tete ast eentnn ve smasas £712,134 £736,997 £483,885 
INGE ICONIC, veal aoe eset eee ron ee £230,250 * £160,222 * £278,441 
Receipts per car-mile..............-. 18. 13d 16.04d 14. 63d 
Expenses per car-mile.............. 13. 83d 13.17d 13.24d 


*Deficit. 


Other municipal tramway undertakings in the metro- 
politan area outside the county of London, of which 
there are four or five of comparatively small dimensions, 
have suffered heavy losses through bus competition. 
Apparently, a slight recovery is taking place now as 
their weekly traffic returns show an improvement on the 
figures for the preceding year. : 

There are three tramway undertakings in the out- 
skirts of London operated by private companies, namely, 
the Metropolitan Electric Tramways (north of Lon- 
don), the London United Tramways (west of London), 
and the South Metropolitan Tramways (south of Lon- 
don). They, too, have been hard hit by the intense 
bus competition. 

Little or no information concerning the financial 
status of the independent bus owners is available. Some 
are individuals, some are small firms, a few are com- 
panies on a limited scale, so far as London is con- 
cerned, but having traction interests in other parts of 
the country. Nor does it appear possible to arrive at 
exact figures to show the financial position of the Lon- 
don General Omnibus Company. Under an act of Parlia- 
ment passed some ten years ago a common fund was 
established for the various underground electric railway 
companies and the London General Omnibus Company, 
by which all profits made by each company are paid into 
acommon pool. Out of this pool each company is paid 
a certain proportion. The accounts of the bus company 
for last year, “after the operation of the common 
fund,” show traffic receipts of £8,644,035, an increase of 
£245,470 over the previous year. 
ceipts were is thus not revealed. A dividend of 6 per 
cent, tax free, was declared after setting aside £300,000 
in reserve, £50,000 more than in the previous year. 

Expenses per bus-mile can be determined with rea- 
sonable accuracy, as the common fund arrangement 
does not apply to them. Total expenditures were 
£8,248,473, an increase of £195,158. Bus-miles operated 
were 143,943,201, an increase of 6,892,666, making the 
cost per bus-mile about 13.8d. This figure is somewhat 
higher than the operating cost per car-mile of the Lon- 
don County Council tramways, as given above. Speeds 
are approximately the same. 

Passengers carried by each form of public trans- 


portation service in the year ended December, 1924, 
were as follows: 


Omnibuses 


) BEY aceon. SOREL tC ls SOO me TT Spd oii 1,485,000,000 
Suburban rathwaya co.cc. o.scale bus « 474,000,000 
Underground railways............... 369,000,000 
TIA Ways: seve s Oe oak a7 ts whe lente ar ee 983,000,000 

Motel 5a./csweratae Mamie es ee shoe oinid oa trees co aes ae eee 3,311,000,000 


S—e—30NRlewewa000O000Ooooes«~=«~«~oO@a“~ooooaoan@maoaannam9aTa0a 


What the actual re- . 


Passengers carried by buses in 1913 numbered 736,- 
000,000 and in 1925 numbered 1,600,000,000. This in- 
crease has been secured largely at the expense of the 
tramway and rapid transit undertakings. Such growth 
of traffic on the surface of the streets is thought by the 
advisory committee to be undesirable and extremely 
costly to the community. Wholesale widening and en- 
largement of the streets to accommodate the traffic 
would be impracticable on account of the enormous cost. 


CO-ORDINATION SUGGESTED 


Curtailment of bus service is not expected in itself 
to solve the traffic problem. In the opinion of Lord 
Ashfield, chairman of the board of: the Underground 
companies, the establishment of the London transpor- 
tation agencies on a stable and satisfactory basis de- 
mands a broad plan embracing both a common financial 
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Confusion in the Streets of London as Seen by “Puck” 


interest and a common management. The year 1925 
saw limits set to the growth of competition of vehicles 
for passengers in the streets, but the existing compe- 
tition still remains with its elements of danger and 
disorder. Lord Ashfield states that- his companies are 
prepared to enter into negotiations with other transport 
undertakings to see whether it is possible to devise 
machinery to permit the common management of all. 
Under these circumstances guarantees would be given 
to the public that the service provided would be ade- 
quate, convenient and cheap, and also guarantees to 
the shareholders that the common management would 
aim at securing a reasonable return upon the capital 
employed. With the knowledge gained from the opera- 
tion of the common fund he believes that the right prin- 
ciple upon which a common management could be built 
up and could function is the establishment of a common 
fund or pool of the balances of receipts of the several 
undertakings after meeting their respective obligations 
in full. Out of this common fund or pool any defi- 
ciencies would be met so that all undertakings were 
maintained solvent, and finally, out of this pool would 
come the return upon the ordinary capital and the ap- 
propriations to reserve. Such a pool would destroy at — 
one stroke all sectional and particular interests, and 
release the energies of officers and staffs to follow a 
common purpose. 
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Further Comment on Annual Maintenance 
Number 
PITTSBURGH RAILWAYS COMPANY 
PITTSBURGH, PA., April 1, 1926. 


To the Editor: 


I have examined the Annual Maintenance Number of 
the ELECTRIC RAILWAY JOURNAL with a good deal of 
interest and with a feeling of pleasure that the impor- 
tance of the maintenance man in helping to sell rides 
is recognized. 

As a matter of fact, any success in selling transporta- 
tion must be based on the quality of service. Any 
inferiority in the quality of service is bound to reduce 
the amount sold and will result in an unfavorable atti- 
tude on the part of the public. 

The quality of service, of course, is primarily based 
on the condition of track, cars and overhead. Poor main- 
tenance will vitiate the best efforts of organizations 
selling transportation service. It is highly important 
that your JOURNAL stress the need for high standards 
of maintenance, and I am glad to see you have given it 
a very prominent place in your publication, culminating 
each year in the Annual Maintenance Number. 

A. W. THOMPSON, 
President. 


CITY OF DETROIT 
Department of Street Railways 
April 3, 1926. 
To the Editor: 

I have read with great interest your Annual Main- 
tenance Number of the ELECTRIC RAILWAY JOURNAL, 
March 20, 1926, and I am particularly pleased: with the 
editorials on old cars, co-ordination of car and bus main- 
tenance, the elimination of car noises, and the question 
of building new equipment in car shops, as this is the 
line upon which we are proceeding in Detroit. 

I believe that the articles in your issue and the 
editorial comments made regarding these matters, if 
carefully studied by the railway managers, will very 
materially help the entire industry. 

I wish to compliment you on the entire set-up of this 


issue. H. U. WALLACE, 
* General Manager. 


Interstate Loop as Part of Transportation Plan 
for Metropolitan District 
REGIONAL PLAN OF NEW ‘YORK AND ITS ENVIRONS 


New York, March 22, 1926. 
To the Editor: 

The discussion in your columns on the interstate loop 
proposed by the North Jersey Transit Commission has 
been valuable as a means of clarifying a very difficult 
problem. It seems obvious that something must be done 
to improve the present method of transporting railroad 
passengers between New Jersey and New York City. 
The present arrangement is unsatisfactory, not only 
for most of the commuters but also for the long-distance 
passengers on those lines without through rail service 
to Manhattan. 

Considering both present and ultimate requirements, 
the best facilities will be those which form part of the 


‘most flexible system. They can then be made to meet 


both present and future demands. The interstate loop 
as planned, if also made a part of the system for dis- 
tributing Westchester and Long Island railroad pas- 
sengers, could be used both as part of a system of 
east-west and north-south lines and for belt-line opera- 
tion. As part of a comprehensive scheme trains could 
be routed in any way that future traffic may require. 

The first step in the construction of this loop as pro- 
posed by the North Jersey Commission is almost identi- 
cal with routes also shown in the Westchester County 
Transit Commission’s report, the suburban transit plan 
prepared by D. L. Turner in 1924 and the regional 
transportation proposals presented by Col. William J. 
Wilgus in his paper before the International City and 
Regional Planning Conference held in New York City 
last year. This is in itself a very strong argument for 
the immediate execution of this part of the plan. 

I believe that ferries and rapid transit service such 
as furnished by the existing Hudson & Manhattan lines, 
and extensions to them or New York City subway sys- 
tems, will always carry a large part of the New Jersey 
passengers, mostly the short-haul traffic. This should 
make it possible eventually to use the proposed loop for 
through routing of railroad trains as planned by the 
commission. It is probable that as this region increases 
in size there will be, between Manhattan and Hudson 
County and Newark, N. J., a heavy traffic throughout 
the day somewhat comparable to that on the Manhattan 
rapid transit lines. This should tend to cause a leveling 
down of the very extreme concentration which now ex- 
ists during the morning and afternoon rush hours. 


HAROLD M. LEwIs, 
Executive Engineer. 


Detailed Cost Data Are Important 
Los ANGELES RAILWAY 


Los ANGELES, CAL., March 6, 1926. 
To the Editor: 

Accurate cost accounting enables the manufacturer 
to determine the relative amount of money he is mak- 
ing or losing on each of the different kinds of articles 
or products he manufactures. If he is making money on 
a particular kind of article, he may be able to lower 
his price on it and thus increase his sales and his 
business grows accordingly. If he is losing money on a 
particular kind of article or product, it is obvious that 
he must decrease his cost of manufacture or distribu- 
tion, change its design, increase his advertising, 
increase its price, or stop manufacturing it. If he does 
not do one or more of these things, he continues to lose 
money and the production of that particular product 
continues to be a liability rather than an asset. 

He would not be able to distinguish between the 
money-making products and the money-losing products 
if it were not for his cost accounting system, and he 
therefore considers it of the utmost importance to the 
success of his business. The railway operating com- 
pany is a manufacturer in the true sense of the word. 
It manufactures a product in daily use and in constant 
demand—that product is transportation. 

Suppose a railway operator begins to loose money on 
one group of products which may be represented by the 
car-miles operated over one particular line. It would 
certainly behoove him to know the fact and to get busy 
and change the conditions until he turned the line into 
a money maker rather than a money loser. There are 
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instances where it may be necessary to maintain service 
on a line, even though it is impossible to make it pay, in 
order to hold franchise rights pending future develop- 
ment or for political or other reasons. 
certainly desirable to know how much it costs to operate 
such a line so that the losses may be reduced to a mini- 
mum. Again such information might be used to advan- 
tage through publicity channels. 

The kinds of products that an operator manufactures 
are relatively small in number as compared to the total 
quantity manufactured. For example: the average car 
of a system operates more than 30,000 miles per year 
at a total operating cost varying between 20 and 35 
cents per car-mile, depending chiefly upon the type of 
equipment used (including power, track, line, and roll- 
ing equipment) and the service. If this operating cost 
could be reduced 1 cent per car-mile through an 
improvement in the general efficiency of the system, it 
would mean a net saving of $300 per year per car. 
Such a saving is certainly not hard to conceive of 
when actual service tests have many times proved that 
the difference in maintenance cost alone on two types 
of motors operating over the same line under cars of 
the same weight was greater than 1 cent per car-mile. 
This is rather startling when it is realized that the total 
car maintenance, including motors, trucks, body, brakes 
and control equipment, is less than 10 per cent of the 
total cost of operating a car-mile. 

Every operator recognizes that equipment suited for 
one line does not necessarily mean that the same equip- 
ment is suited for all lines of his system. He usually 
bases his conclusions upon only one or two large con- 
siderations such as certain equipment will or will not 
be suited to the present schedule speed of the line he is 
considering, or it will or will not have a suitable capac- 
ity to handle the traffic demand. It is safe to say there 
are many important angles of an application that he 
does not consider because he has no segregation of 
costs at hand by which he may measure their relative 
importance. His true aim is to reach a balanced con- 
dition that will permit him satisfactorily to supply the 
demand at the least cost of manufacture. The more 
nearly he can approach this balanced condition, the 
more nearly he may operate his system on a sound and 
profitable basis. 

Without segregated costs, any conclusions an oper- 
ator arrives at before making a change in equipment, 
or in operating conditions, are necessarily based upon 
approximations and assumptions. With such costs his 
conclusions would be based upon definite facts in which 
he would have confidence. The cost of maintaining a 
group of clerks to keep this detail cost segregation 
would be extremely small in relation to the other oper- 
ating expenses. The facts that these costs would reveal 
would certainly enable the management to make changes 
and adjustments to the operating conditions that would 
effect savings sufficient to many times pay the expense 
of keeping them. This is especially obvious when it is 
realized that at least 80 per cent of the cost of keeping 
such a system is already made necessary by the 
demands of the governing bodies on the operators for 
periodical statements and reports. 

Analyses made from detail cost data are. just as 
important to the railway operator as they are to the 
manufacturer. Until they develop cost accounting and 
learn to use it intelligently, they will continue to waste 
‘much effort and money and their progress will not keep 


‘abreast of that of other industries. H.E. JoRDAN, 
Assistant Engineer. 
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Railway Time-Tables Distributed 


by Trainmen 


ITH a view to establishing a personal contact 

between the Poughkeepsie & Wappingers Falls 
Railway and its prospective customers, schedule cards 
recently have been distributed by operators in uniform. 
The south side district of the city, which has been build- 
ing up rapidly during the last year or two, was selected 
for this experiment. This district is residential in 
character and contains the homes of many people who 
own their own automobiles and have been using them 
in the past when making trips downtown. Realizing that 
the general public is interested chiefly in the time when 
cars pass a given point in the immediate vicinity of 
their residences, G. W. Comfort, general manager of 
the railway, conceived the idea of making these time 
points especially prominent on the cars by blocking them 
out as shown in an accompanying illustration. For in- 
stance, if a person resides in the vicinity of Randolph 
Avenue, he receives a card so ruled that the times of 


Barge 
SOUTH SIDE TIME TABLE 
POUGHKEEPSIE & WAPP. FALLS RAILWAY CO. 


WEST BOUND 


(On Hooker Avenue) 


EAST BOUND 


Randolph 
Avenue 
Cherry 

a SS] Street 
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5 
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a DAD 
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Schedule Cards Distributed by Poughkeepsie Trainmen to South 
Side Residents Show Arriving and Leaving Times of All 
Cars at Various Street Corners 


all cars passing this street are clearly shown. The oper- 
ators selected for the distribution of the time-tables 
were among the most capable in the employ of the 
company. They were not only familiar with the district, 
but enjoyed the personal acquaintance of many of the 
residents. Instructions were to spend as much time 
as was required to explain the service and also to answer 
any questions that might be put to them. On the re- 
verse side of the card is a message reading: 

“We want your business. It has been our endeavor 
to sell more transportation. We believe it is to your 
interest to buy more. There are many advantages in . 
street car riding that we hope will appeal to you. 

“Every man and woman who goes to a market seeks 
the best merchandise at the lowest price. The same 
is true of almost every article. Certainly it is true 
of transportation. The best because the most depend- 
able, the safest, the surest and measuring up to the 
other test—the most economical. 

“Improvement of service depends upon patronage. 
We would like you to understand that the more you 
ride the more frequently will you find cars on hand to 
carry you. : 

“Ride the street cars and be relieved of parking 
worries, assure yourself of getting there and back 
safely, and bear in mind that you will save money by 
using this mode of transportation.” 


i 
i 
| 
| 
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Spreader on Bolster Saves 


Motor Leads 


EDUCTION in the amount of play 
allowed motor leads is accom- 
plished on cars operated from Rose- 
ville carhouse of the Public Service 
Railway, Newark, N. J., by means 
of a spreader mounted on the truck 


Y 


Placing Cleats for Motor Leads Near 
Center of Truck Reduced Rubbing 

and Maintenance Troubles 4 
bolster. The motor leads are held 
taut by cleats mounted on an L 
frame. This frame is attached as 
near as possible to the center of the 
truck bolster, almost immediately be- 
low the cleats for the motor leads 
on the car-body frame. The spreader 
was designed by Ben Singleton, shop 
foreman, on the theory that the closer 


At Left, Boring an Armature Bearing Held in V-Shaped ‘Vise Attached to a Drill Press. 


together the sets of cleats were 
placed the less would be the play and 
the less the chance of grounding one 
of the leads on the iron framework 
of the truck. Slight differences in 
the design of trucks required minor 
modifications in the method of hold- 
ing the spreaders. A typical method 
is shown in an accompanying illustra- 
tion. Since the installation of these 
devices on the cars at Roseville, 
trouble with motor leads has been 
greatly reduced. 


Self-Centering Vise Insures 
Accurate Work 


RACTICE of the Brooklyn-Man- 

hattan Transit Corporation is to 
fit each armature bearing to the par- 
ticular shaft with which it is to op- 
erate. When armatures are changed 
at the various inspection shops or 
when new bearings are put in, it is 
necessary for the boring to be done. 
As these shops are used only for in- 
spection and light repairs, few ma- 
chine tools are included in the shop 
equipment. It is therefore of ad- 
vantage to have an attachment so 
that accurate boring of the bear- 
ings can be done either on a drill 


press or lathe. The accompanying 
illustrations show a special vise at- 
tachment which has been designed 
particularly for this work. 

In the illustration which shows 
the boring of an armature bearing 
as carried out on a drill press, the 
self-centering vise is supported by 
an angle-shaped casting. This cast- 
ing is bolted to the bed of the drill 
press. The two jaws which clamp 
the bearing, slide horizontally on 
ways which are secured to the base 
casting. A screw with hand wheel 
outside the end of the casting op- 
erates the jaws, which are threaded 
and work back and forth on the 
screws. The faces for holding the 
bearings are V shaped, and move- 
ment is provided so that they can 
open wide enough to take the larg- 
est bearing used on the system. A 
boring bar is used in the press for 
the boring operation. 

The V-shaped jaws of this vise 
insure that when boring a bearing it 
is centered accurately with the ma- 
chined outside portion. Also, the 
simple manner with which the jaws 
are opened and closed makes the 
operation one which can be made 
easily and done quickly. 


At Right, Method of Boring Armature 
Bearings in a Lathe by Having the V-Shaped Vise Attached to the Lathe Carriage 
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A second illustration shows the V- 
shaped vise as applied to the car- 
riage of a lathe for performing the 
same operation. The construction of 
the vise is quite similar, but of 
course the angle-shaped casting used 
with the drill press is unnecessary as 
the vise can be bolted directly to the 
carriage of the lathe. The boring 
bar then fits between the head and 
tailstock in the lathe. 

Another advantage in using this 
vise fixture is that it can be left at- 
tached to the drill press or lathe and 
it does not interfere with other op- 
erations. Thus, in the drill press 
the usual table will swing around 
over the top of the vise and in the 
lathe, the vise is mounted at the back 
of the carriage so as not to inter- 
fere with the tool post supports. 


New Uses for Old Rails 


UMEROUS uses for scrap rail 

have been discovered by the 
Augusta-Aiken Railway & Electric 
Corporation. As a rule, old rail is 
hard to get rid of, because even the 
scrap dealers are not particularly 
anxious for it. The applications 
made in Augusta of old rail may 
not have taken care of very much of 
it, but even any use is so much to 
the good. 

One accompanying illustration 
shows a barrier, made of old rail, 
erected in front of the gasoline 
pump at the main carhouse and shop 
in Augusta, Ga. The service trucks 
and automobiles of the company can 
now back up to this pump for their 
supply of gas without danger of go- 
ing back too far and knocking down 
the pump. The vertical members of 
this barrier are old rail, set in con- 
crete, and the horizontal member, 
which is also of an old rail, is 
welded to them. 

A more extensive use of old rail 


At Left, This Guard for the Gasoline Pump in Augusta Is Made of Old Rail. 
Shelter, the Vertical Supports of Which Are Also Discarded Rail 


A Power-Driven Sand-Surface Belt Makes Light Work of Wood Finishing 
in the Shop of the Community Traction Company, Toledo 


by the Augusta-Aiken Railway & 
Electric Corporation is in the con- 
struction of waiting shelters for pas- 
sengers along the interurban line of 
the company between Augusta and 
Aiken. In these shelters the two 
principal vertical supports are old 
rails which are set in concrete to a 
depth of from 24 to 30 in. The two 
end horizontal supports for the roof 
are 2-in. angles the ends of which 
are supported, as shown, by bar 
brackets. On the inner sides of each 
vertical rail supports is a 2-in. x 4-in. 
wooden stud to which the wooden 
crosspieces of the roof and seat 
backs are attached. These studs are 
bolted to the base of the rails ad- 
joining them. The wooden seats are 
supported by bar brackets. 

One side of this station is used 
by white passengers and the other 
side by colored passengers. 

The company has also used old 
rails for the vertical supports of 
warning “Stop, Look, Listen” signs. 


Sandpapering Made Easy 
in Toledo 


INISHING of wood surfaces by 

sandpapering is greatly speeded 
up by the use of the power-driven 
sandpapering device used by the 
Community Traction Company, To- 
ledo, Ohio. As shown in the accom- 
panying view, a cloth-back sandpaper 
belt about 6 in. in width is driven 
by means of a small motor or from 
line shafting, the driving pulley 
being inclosed in the housing on the 
left-hand side of the device. The 
large pulley at the right holds the 
sandpaper belt a predetermined dis- 
tance from the sanding board, which 
is a movable platform just below the 
lower portion of the belt. The small 
idler wheel at the right maintains a 
predetermined tension in the sand- 
paper belt. The material to be, 
sanded is first placed face upward. 
underneath the belt against the stop 
formed by the wheel housing on the 


In Center and at Right, Waiting 
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left-hand side of the machine. The 
sandpaper belt is then pressed 
against the material to be finished 


-by means of wood blocks equipped 


with suitable handles for holding 


them. 


Round Supports Eliminate 
Corrosion 


IRT and moisture accumulating 

underneath the flat iron sup- 
porting bands of air reservoirs on 
cars of the Department of Street 
Railways, Detroit, Mich., caused 
considerable corrosion. In order: to 
eliminate this the railway is now 
replacing all the wide flat bands with 


At Left, Wide Iron Bands Previously Used 
to Support Air Reservoirs in Cars. At 
Right, New Type Round Steel Support 
Now Used 


8-in. round steel supports. These 
leave little space for dirt and mois- 
ture to collect and have done away 
with the trouble. The ends of the 
round steel rods are threaded to re- 
ceive a standard nut for fastening 
te the car body support. An accom- 
panying illustration shows the old 
and new types of construction. 


Fixture for Forming Loop 
at End of Rod 


ANY of the rods used in connec- 

tion with the underbody equip- 
ment of electric cars have eyes or 
loops at their ends. 
fixture for forming these is shown 
in the accompanying illustration. It 
is used in the shops of the Highth 
Avenue Railroad, New York City. In 
using this fixture the portion of the 


Device Used to Hold and Form Loop 
at End of Rod 


A convenient | 


rod which is to have the loop is 
heated in a forge and is then placed 
between two projecting lugs on the 
fixture. The remaining portion of the 
rod can then be wrapped around an- 
other projecting portion so as to 
form the eye. At the point where 
the two sections cross, the rod is 
welded in the usual manner by 
striking it a few sharp blows. 


New Equipment 


Available 


Light-Weight Bus Chassis 


OME of the advantages claimed 

for the new Model 53 bus manu- 
factured by the White Company, 
Cleveland, Ohio, are frame rigidity 
and ruggedness, short turning 
radius, powerful and easy braking, 
engine flexibility and economy. A 
new chassis was brought out in 
answer to the demand for a vehicle 
of smaller capacity than the stand- 
ard size White bus but like it in road 
performance, comfort and general 


Several features of the power 
plant are of particular interest. 
Among these are the lubrication sys- 
tem, which provides for an adequate 
continuous supply of clean oil under 
pressure to all crankshafts, cam- 
shafts and connecting rod bearings 
through the use of a unique arrange- 
ment by which the return oil must 
go through a settling chamber before 
passing through a screen of large 
area into the reservoir. <A release 
valve automatically limits the pres- 
sure irrespective of weather condi- 
tions and variations in the viscosity 
of oil. Connecting rod bearings are 
of the direct babbitted type. Three- 
part suspension of the engine is 
used to relieve the aluminum crank- 
case of undue strain. 

A selective type four-speed trans- 
mission provides a range of gear 
ratio carefully chosen for ease of 
operation. A spherical rubber sup- 
port in the dash bracket, a special 
spring retention of the steering case 
assembly and an improved method 
of attachment to the knuckles are 
claimed to improve the _ steering 
qualities. The front springs are 
semi-elliptic while the rear springs 


White Model 53 Bus Introduces Several New Features 


riding qualities. The chassis is sup- 
plied with a 180-in. wheelbase to 
which can be fitted bodies with 
baggage compartments and seating 
fourteen to sixteen passengers for 
intercity service, or bodies without 
baggage compartments seating 21 
passengers in city service. 

Novel features which have been 
embodied in this model are a new 
type of front axle giving extra 
wide wheel spacing, and an im- 
proved steering gear permitting easy 
handling with balloon tires and 
short turning radius. The instru- 
ment board gives an extraordinarily 
compact arrangement of controls 
within easy reach of the driver. 


are of the progressive type, the bot- 
tom three leaves coming into action 
only under heavy loads or when the 
road conditions are bad. The type 
of spring shackles used permit of 
adjustment for side wear, and it is 
claimed that side sway is eliminated 
under all loading. 

Several major specifications fol- 
low: 


WY NEOIDAKE. shia ec etna s clede Cielaeg sal 180 in 
GAP ORE sete tenes Front 62 in., rear 67% in 
Wemeth Overy alls eitei cen stersfere scares 272) in. 
Width aver ail cot sans fated ovate aceps 86 in. 
Tires....low-pressure balloon 34 in.x74 in. 
Single front and dual rear. 
To center line of rear axle....... 139 in. 
IPO LON OT ERA MNCs ical ie, ial a siaka of stein ue, « 209 in. 
Springs: 
Front....40% in. long, 24 in. wide, semi- 


elliptic type. 
Rear....60 in. long, 3 in. wide, progres- 
sive type. 
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Convention Committees 
Appointed 


RESIDENT F. R. COATES of the 

American Electric Railway Asso- 
ciation has announeed the appointment 
of the special committee personnel, 
that will have charge of details in 
connection with the 45th annual con- 
vention and exhibit to be held in 
Cleveland, Ohio, Oct. 4 to 8, inclusive. 

The hotel committee will have control 
of the allocation of all rooms assigned 
for the convention. All requests for 
rooms will be cleared through this com- 
mittee in order that the distribution 
may be made as fairly as possible. The 
functions of the exhibit and entertain- 
ment committees are the same as in 
former years. 


CLEVELAND HOTEL COMMITTEE 


Paul E. Wilson, secretary the Cleve- 
land Railway, Cleveland, Ohio, chair- 
man. 

Frank Campbell, Cleveland, Ohio. 

William J. Hanley, Cincinnati, Ohio. 

E. J. Lang, Cleveland, Ohio. 

L. G. Parker, Cleveland, Ohio. 

James H. Walker, Cleveland, Ohio. 


EXHIBIT COMMITTEE 


Col. J. H. Alexander, vice-president 
the Cleveland Railway, Cleveland, Ohio, 
chairman, 

C. P. Billings, Pittsburgh, Pa. 

C. H. Clark, Cleveland, Ohio. 

S. J. Cotsworth, Philadelphia, Pa. 

W. J. Flickinger, New Haven, Conn. 

H. Fort Flowers, Findlay, Ohio. 

Charles Gordon, New York, N. Y. 

B. A. Hegeman, Jr., New York, N. Y. 

Richard R. Holden, Chicago, II. 

G. L. Kippenberger, St. Louis, Mo. 

J. R. McFarlin, Philadelphia, Pa. 

J. C. McQuiston, East Pittsburgh, Pa. 
E. Morgan, Brooklyn, N. Y. 

. F. Paul, Philadelphia, Pa. 

. L. Price, Mansfield, Ohio. 

. M. Robinson, Philadelphia, Pa. 
. W. Shugg, Schenectady, N. Y. 


ENTERTAINMENT COMMITTEE 


Hp pba 


S. J. Cotsworth, sales agent Lorain 
Steel Company, Philadelphia, Pa., chair- 
man. 

Col. J. H. Alexander, Cleveland, Ohio, 
vice-chairman. 

L. J. De Lamarter, Grand Rapids, 
Mich., vice-chairman. 

C. H. Beck, New York, N. Y. 

A. C. Blinn, Akron, Ohio. 

H. L. Brown, Mansfield, Ohio. 

John Chandler, Cleveland, Ohio. 

A. Elmquist, New York, N. Y. 
A. Ferneding, Dayton, Ohio. 
E. Gould, Chicago, II. 

. A. Hale, New York, N. Y. 

A. Hauer, New York, N. Y. 

. J. Kenfield, Chicago, III. 

. O. Kennedy, Cleveland, Ohio. 
S. McCalla, Akron, Ohio. 

M. McCreery, Philadelphia, Pa. 


POA SoA 


J. A. Ritchie, Chicago, IIl. 

George Stanton, Cleveland, Ohio. 

J. B. Stewart, Jr., Cincinnati, Ohio. 
J. V. Sullivan, Chicago, Il. 

E. P. Waller, Schenectady, N. Y. 

F. H. Wilson, Cleveland, Ohio. 


New York Transit Problem 
Discussed by Metropolitan Section 


ONDITIONS in their own home 

town was the subject to which the 
members of the Metropolitan Section 
devoted their attention on April 2. 
Lucius S. Storrs, managing director 
American Electric Railway Association, 
gave an extremely interesting outline 
of the development of transportation 
facilities in New York City and sug- 
gested methods of improving the pres- 
ent situation. An abstract of Mr. 
Storrs’ paper appears elsewhere in this 
issue. Walter Jackson, consultant, 
Mount Vernon, N. Y., added a few com- 
ments concerning the present tramway 
and bus situation in London. He 
pointed out that the buses have an ad- 
vantage over the cars there in that 
they furnish an unbroken ride between 


the outlying sections and the older part 
of the city, whereas the tramway lines 
terminate some distance away from the 
business section. Mr. Jackson spoke 
also of the trend away from the use of 
double-deck vehicles. This is especially 
the case on the continent of Europe, he 
said, and exists also to some extent in 
England. 

An inspirational talk on the subject 
“Life as a Great Adventure” was given 
by Dr. Samuel W. Grafflin, religious 
work director of the Young Men's 
Christian Association. The trainmen’s 
trio of the Long Island Railroad ren- 
dered a number of pleasing musical 
selections. 

More members of the Metropolitan 
Section were present at this meeting 
than at any previous meeting during the 
presént season, the attendance being 
221. Before the meeting a Dutch treat 
dinner at Keene’s English Chop House 
was attended by more than 70 members 
of the section. It was announced by the 
‘secretary that the membership had in- 
creased to 1,195. The next meeting 
will be held on May 7 and will be man- 
aged by the representatives of the 
manufacturers. 


Development of Transit in New York City” 


Past History Briefly Reviewed—Street Car Operation Unnecessarily 
Delayed by Obstructions on Tracks—Substitution of 
Buses for Cars Will Not Solve Problem 


By Lucius S. STorRs 
Managing Director American Electric 
Railway Association 


OWHERE in the world today is 
there a greater transportation 
problem than in New York City. This 
is the largest city in the United States, 
but because of failure to keep abreast 
of the need for improved and increased 
transportation facilities its growth and 
development are being hampered. 
Facilities that were adequate a quar- 
ter of a century back are not adequate 
today nor are facilities that were ade- 
quate ten years ago, or five years ago. 
There must be routes that reach into 
every part of the city, the most modern 
types of vehicles, regardless of the 
power which propels them, and modern- 
minded men behind the transportation 
systems. 
Transportation development in New 
York has been slow. Ninety-four years 
ago, shortly after the beginning of 


‘steam railroad transportation in this 


country, horse-drawn omnibuses run- 
ning on iron rails were started on 
Fourth Avenue, between Prince and 
Fourteenth Streets. It took more than 
twenty years, however, to get the horse- 
car lines really started. By 1864 the 
lines had increased to twelve. Some 


_ *Abstract of a paper presented at a meet- 
ing of the Metropolitan Section A.E.R.A., 
New York, N. ¥.,, April 2) 1926: 


horse cars remained in operation con- 
tinuously in New York until 1917, when 
the last.one in the lower part of the 
city disappeared. 

The first elevated railway, operated 
by steam, began service in 1868, fol- 
lowing a bitter franchise fight in the 
State Legislature. Several of the bills 
which caused controversy in Albany 
contemplated the building of a subway, 
and it is a striking commentary on the 
slowness with which transportation 
problems have been met in the city that 
approximately 50 years elapsed before 
the first subway was built. 

The first trial trip of the elevated 
was made on April 3, 1868, the car run- 
ning from the Battery. The original 
elevated cars were run with cables, but 
the cable system soon was abandoned 


and steam engines substituted. The 
elevated lines continued to operate 
under steam power until 1900. The 


Brooklyn elevated system was con- 
structed in the early 80’s and steam 
engines were used there until the sys- 
tem was electrified along with the Man- 
hattan elevated line. 

More than 50 years ago, when living 
costs were much lower than they are 
today, and wages considerably less, 
transportation fares were much higher 
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than they are today. A resolution pre- 
sented in connection with fares in the 
early 70’s proposed these rates: From 
the Battery to 59th Street, 10 cents; 
from the Battery to Harlem, 15 cents; 
from the Battery to Highbridge, 17 
cents, and for 5 miles, 10 cents, and 
_ each additional mile, 2 cents. 

Electric surface lines did not come 
into use in New York City until the 
early 90’s, and they traveled a rocky 
road. The first car in the subway sys- 
tem was run on Oct. 27, 1904, from the 
City Hall to 145th Street and Broad- 
way, being operated by Mayor Mc- 
Clellan. 

An indication of how the riding habit 
has grown is shown by the fact that in 
1860 the number of annual rides per 
capita were 43 and last year they were 
449. Today the surface lines of New 
York are carrying 35 per cent of all 
car riders and the subways approxi- 
mately 65 per cent. The number of 
persons carried by buses was small 
compared with the grand total. 

There always has been a great deal 
of uninformed comment about New 
York City transportation. All too often 
it has been taken by the riders at its 
face value. As a result we have a pub- 
lic very badly misinformed on trans- 
portation matters. 

There is no doubt about there being 
a place in our New York City transpor- 
tation for buses, but it is ridiculous to 
suppose that the installation of buses 
is going to be a material factor in the 
solution of traffic congestion or the 
general transportation problem. Major 
relief can be accomplished only by the 
building of more rapid transit lines and 
straightening out the present traffic 
congestion, so surface car lines can 
function to the fullest extent. 

Transportation in New York City is 
being unnecessarily delayed by multi- 
tudinous obstructions on street car 
tracks. If street cars were given a clear 
way over their rails, instead of being 
held up interminably by trucks, pleas- 
ure cars and other vehicles, transporta- 
tion could be speeded up immeasurably. 
Not nearly all the available space on 
surface lines in New York City is being 
utilized by riders, and the principal 
reason is that they cannot be assured 
of the car moving at satisfactory speed 
when they board it. This is no fault 
of the car nor of the companies. It is 
the fault of improperly regulated traffic 
which blocks cars on every hand. 

Electric car riders are entitled to un- 
interrupted rides between crossings on 
the tracks which car companies have 
provided. It has been demonstrated in 
Philadelphia and elsewhere that trucks 
and other traffic can be kept off street 
car tracks. Probably it would be more 
difficult in New York to do this than 
in some other cities, but certainly with 
the police and traction employees co- 
operating, cars could be speeded up 
greatly. 

The answer to the local traffic situa- 
tion in a nutshell is mutual co-operation 
of city and traction company officials 
in providing, first, for uninterrupted 
movement of cars, and, second, for 
better equipment. 

Let no one be misled by the recent 
publicity regarding buses into believing 
that they are going to speed up traffic, 
relieve the present street congestion, 


or keep the fare down to 5 cents. Buses 
very positively are not going to do any 
of these things. What the bus can 
accomplish is to furnish an excellent 
supplemental service to the mass car- 
riers, particularly on crosstown streets 
which are not able to support electric 
car service, and also provide a de luxe 
ride for those wishing to pay more 
than street car fare. Buses will add to 
rather than relieve traffic congestion. 
Experiments here and elsewhere have 
proved conclusively that the ratio of 
buses needed to transport equal num- 
bers of passengers to street cars is 
about five to three. In other words, 
every time you take off three street 
cars, you will have to put on at least 
five buses. 

London has tried unsuccessfully for 
many years to substitute buses for sur- 
face line cars. One section of the city 
has been given over exclusively to bus 
operation. The buses finally reached 
the point where they were carrying 40 


COMING MEETINGS 


OF 
Electric Railway and 


Allied Associations 


April 13-16—Southwestern Public 
Service Association, Galveston, Tex. 

April 21—Central Electric Traffic 
Association, special meeting, Keenan 
Hotel, Fort Wayne, Ind., 9 a.m. 

April 22—Central Electric Rail- 
way Accountants’ Association, special 
meeting, Keenan Hotel, Fort Wayne, 
Ind., 9 a.m. 

April 21-23 — American ‘ Welding 
Society, annual meeting, Engineering 
Societies Building, 29 West 39th 
Street, New York City. 

April 23—Metropolitan Section, 
American Institute of Electrical 
Engineers, Engineering Societics 
Building, New York City, 8 p.m. 

April 30—National Highway Traffic 
Association, annual meeting, Auto- 
mobile Club of America, New York 
City. 

May 7—Metropolitan Section, 
American Electric Railway Associa- 
tion, Engineering Societies Building, 
29 West 39th Street, New York City, 
8 p.m. 

June 2-4—Canadian Electric Rail- 
way Association, annual convention, 
Quebec, Canada. 

June 9-16—American Railway 
Association, Mechanical Division, 
annual convention, Atlantic City, 
N. J. Car matters, June 9-11; loco- 
motive matters, June 14-16. 

June 25-26—New York Electric 
Railway Association, annual meet- 
ing, Hotel Champlain, Bluff Point, 
NGS 


June 28-July 2— Central Electric 
Railway Association, summer meet- 
ing, S..S. South American, Buffalo, 
N. Y., to Chicago, III. 

August 12-13— Wisconsin Public 
Utility Association, Railway Section, 
La Crosse, Wisconsin. 

Oct. 4-8—American Electric Rail- 
way Association, annual convention 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


per cent of all riders, and indescribable 
traffic congestion resulted. When the 
total number of buses reached 6,000, 
congestion became so intolerable that 
the government traffic authorities de- 
cided that it would be necessary to 
eliminate some of the vehicles in order 
to make the streets safe. The only 
other alternative was to widen streets 
at the expense of taxpayers. 

It seems almost unnecessary to say 
anything about the 5-cent fare, but be- 
cause there still are persons in New 
York who talk about running buses for 
a nickel the point should be covered. 
The failure of city buses, started under 
Mayor Hylan’s administration, to suc- 
ceed on 5 cents, is one answer to the 
argument. Another is the failure of 
any reputable bus concern to come for- 
ward and offer to establish a city-wide 
service on a flat 5-cent fare. It 
is hoped for the good of the city that 
bus franchises will be granted only to 
reputable concerns, with service the 
primary, and fares the secondary con- 
sideration. 

People in New York are just like 
the people in almost any other commu- 
nity in this respect: They want reason- 
able car fares, but primarily they want 
good service. 

The best service will come in New 
York from a thoroughly -co-ordinated 
transportation system. In so far as 
possible, the bus franchises should be 
given to companies which will co-ordi- 
nate bus with car service. To grant 
bus franchises indiscriminately to a 
large number of individual owners of 
bus fleets would be to burden unnec- 
essarily the riding public and to make a 
still greater mess of the local transpor- 
tation situation. 


Highway Traffic Association 
’ to Hold Annual Meeting 
in New York 


N APRIL 30 the annual meeting of 

the National Highway Traffic 
Association will be held in the assembly 
room of the Automobile Club of Amer- 
ica, New York, with an afternoon and 
an evening session. A number of 
addresses of interest to electric railway 
and bus operators are scheduled, in- 
cluding the following: 

“The Trend of Motor Vehicle Legis- 
lation,” by Russell H. Huffman, Na- 
tional Automobile Chamber of Com- 
merce. 

“Metropolitan Traffic Control,” by 
Harold M. Lewis, Regional Plan of 
New York and Its Environs. : 

“Organizations for Traffic Planning 
in Municipalities,’ by Arthur H. Blan- 
chard, University of Michigan. 

“High Cost of Bottlenecks on High- 
ways,” by G. E. Hamlin, Connecticut 
State Highway Department. 

“Highway Safety Promoted by 
Adequate Brakes on Motor Buses and 
Trucks,” by David C. Fenner, Interna- 
tional Motor Company. 

There will also be reports from com- 
mittees on traffic control signal systems 
at street intersections and on the regu- 
lation of pedestrian traffic. 

David Beecroft, vice-president, will 
preside at the afternoon session and 
President Arthur H. Blanchard at the 
evening session, 
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Further Progress on St. Louis 
Franchise Draft 


Essentials of the new franchise for 
the United Railways, St. Louis, Mo., 
have been determined by the city ad- 
ministration. The new grant will pro- 
vide for service at cost. The measure 
will prescribe that the cities shall deter- 
mine the character of the service, pay- 
ing a fare necessary to produce such 
service. The other controlling factors 
will be the rate of return the company 
shall receive and the valuation on which 
the return shall be earned. The valua- 
tion fixed by the Missouri Board of 
Public Service, approximately $57,500,- 
000, has been adopted tentatively by the 
city. The state commission has held 
that the company is entitled to earn 7 
per cent return on its valuation. Addi- 
tions to capital account would include 
only such sums as were actually ex- 
pended. 

The present city fare of 7 cents is 
not sufficient to net a 7 per cent return 
on $57,500,000, unless there is a large 
increase in revenues or a substantial 
cut in operating expenses. The re- 
organization committee, however, has 
expressed the hope that it will be able 
to put into effect operating economies 
that will not only permit the fare to 
remain at 7 cents, but also to improve 
the service. 

The 7 per cent return on the com- 
pany’s valuation has been tentatively 
agreed on, but it is probable that some 
method of modifying that will be 
worked out. 

The bill will create the position of 
director of transportation or traffic. 
That official will have supervision of 
the company for the city. This pre- 
sents the difficulty that under the city 
charter the occupant of this office must 
be a subordinate of the Director of 
Public Utilities, a post that pays $8,000: 
It appears probable on the other hand 
that as much as $15,000 a year must 
be paid to obtain a man sufficiently 
efficient properly to fill the position of 
director of transportation. 

Mayor Miller and officials of the or- 
ganization committee are also consider- 
ing the creation of a Board of Control, 
composed of one representative of the 
company and appointment of a Director 
of Transportation representing the city, 
whose decisions would be subject to re- 
view by a board of arbitration. 


The City—The Denver Tramway 
—The Law 


The city of Denver, Colo., has asked 
the United States Supreme Court to 
review and rule on its suit against the 
Denver Tramway. It will be recalled 
that Federal Judge Robert E. Lewis 
adjudged that the company had a per- 
petual franchise, but he gave the re- 


ceiver the right to increase the fare 
from the 5 cents specified in the fran- 
chise to 8 cents.. That is the fare the 
company is charging. 

In this connection it is believed the 
suit between the city of Loveland, Colo., 
and the Public Service Company of 
Colorado has some bearing. The city 
of Loveland condemned the electrical 
plant of the company, paid the apprai- 
sal price, erected a municipal plant and 
abolished the company’s franchise three 
years before its expiration. On March 
8 the Colorado Supreme Court sus- 


tained the ruling of the lower court to 
the effect that the city acted within its 
rights: It said that “the servant is not 
greater than the master. The engag- 
ing hope of a perpetual franchise is 
destined to disappointment.” 

The Public Service Company sought 
to show that its franchise was in per- 
petuity. 

The city authorities of Denver hope 
that the high court will reverse the find- 
ing of Judge Lewis and that a new 
franchise will be placed before the 
voters for ratification. 


Results Reported Under New Akron Grant 


Only $46,813 Left for Depreciation and Return on Investment After First 
Year’s Operation—With Only 30 per Cent More Rail Mileage 130 per 
Cent More Passengers Were Handled on Cars than on Buses 


NE full year has passed since the 

contract between the city of 
Akron, Ohio, and the Northern Ohio 
Traction & Light Company became 
effective. In consequence the company 
has submitted to the city, the patrons 
and the citizens in general a report 
of its stewardship. The company says 
further that “it desires to do this for 
the reason that the people of Akron 
are entitled to know just what has been 
done under the contract and what the 
facts are concerning the operation of 
the city railway and bus systems.” This 
is the prelude. The most important 
single fact is that only $46,813 was 
available for depreciation and return 
on investment after the payment of ex- 
penses and taxes. The statement made 
is as follows: 


Gross revenue — rail and bus 
TINGS ne fb areeleistoe weitere ale lenciele $2,460,633 
Operating expenses ............ 2,289,559 
Balance petersenii. sss eae $171,073 
"LASOS as sos tbat tart Nekese's teks a'sle.-< 124,260 
Amount available for deprecia- 
tion and return on investment $46,813 
Miles of bus routes — Dec. 31, 
PA nEE ILO G10 Cy Oho S PERRO BC 68.05 
Miles of bus routes — Dec, 31, 
OL yet Oo. Cee eee 49.8 
TNGKREASC were eyelet ere rae. so ystie ene fe 


18.25 
Bus miles operated 1925....... 3,243,762 


Bus miles operated 1924....... 2,071,591 
oe ———_____—_ 

In creasese cette eis «6 25508 b Ui ty (PAST AT 
Revenue passengers per car-mile 6.51 
Revenue passengers per bus-mile 3.66 


Attention is directed to the large in- 
creases in miles of streets on which 
bus service is being provided and in bus 
miles operated in providing service in 
districts not heretofore enjoying trans- 
portation facilities. 

The total number of revenue passen- 
gers carried on both street cars and 
buses during the year was 39,070,768; 
of this number the street cars carried 
27,214,456; the buses 11,856,312. The 
total number of transfer passengers 


carried was 10,273,159, more than 25 
per cent of the total revenue passen- 
gers. The street cars carried 7,165,401 
of these transfer passengers, and the 
buses 3,107,758. The rates of fare in 
effect are 7 cents cash, seventeen tickets 
for $1, four tickets for 25 cents, with 
free transfers. 

Attention is called to the fact that 
because of the large percentage of 
transfer passengers carried, the aver- 
age rate of fare received by the com- 
pany per passenger carried was 4.94 
cents; leaving transfer passengers out 
of consideration, the average fare per 
revenue passenger was 6.24 cents. 

To carry the 27,214,456 revenue and 
7,165,401 transfer passengers, the 
street cars operated a total of 4,177,967 


SOME OPERATING STATISTICS 
AT AKRON 
Revenue from street cars and 


bus. operation “.3)0. i. Jee eae $2,460,633 
Car-miles operated .......... 4,177,967 
Bus-miles operated .......... 3,243,762 
Earnings per car-mile, cents... 0.46 
Earnings per bus-mile, cents... 23.01 
Revenue passengers carried— 

. Streets Cars sik eee 27,214,456 
Revenue passengers carried— 

buses Hiei tie ane ce etaeee 11,856,312 
Total revenue passengers car- 

TIED! | nein hao ee 39,070,768 
Transfer passengers carried— 

street tears: Sis). anions 7,165,401 
Transfer passengers carried— 

BUSES .s. us gectin resis cra eer ehene oe 3,107,758 
Total transfer passengers car- 

Tied ite it anita eee ee 10,278,159 
Total revenue and transfer pas- 

sengers carried, tiie. ecle x 6 49,343,927 
Revenue per revenue passenger 

carried — street cars and, 

buses, cents “osc coe ete 6.24 
Average revenue per passenger 

carried, including revenue 

and transfer passengers, 

Cente os. t ree ico ometenane 4.94 
Gallons of gasoline used...... 741,897 
Average number revenue pas- 

sengers carried per car-mile. 6.51 
Average number revenue pas- 

sengers carried per bus-mile. 


Bus-miles per gallon of gasoline 
Cost of gasoline used, including 

2 cents per gallon tax, cents. 
Total cost of gasoline......... 
Cost of tires used...;....:.- $62,8 


——_—_—_—_—_—_—— ee eSsSsSsssssSssssSSSSSSSsSsSsF$ 
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car-miles, while the buses operated 
' 3,243,762 bus-miles and carried 11,856,- 
312 revenue passengers and 3,107,758 
transfer passengers. With only 30 per 
cent more railway mileage, approxi- 
mately 130 per cent more passengers 
were carried on the street cars than 
on the buses. 

On its part the company has thanked 
the city, its officials and patrons, for the 
co-operation given it during the year 
in its efforts to build a transportation 
‘system to meet the needs of Akron. 
It is the intention of the company to 
submit to the city from time to time a 
report showing the result of operation 
to the end that a better relationship 
and understanding may be established 
between the public and its transporta- 
tion company. 

As a result of the election in Novem- 
ber, 1924, a new contract became opera- 
tive on Nov. 12, 1924, between the com- 
pany and the city for the transporta- 
tion of passengers within the city limits 
for a period of four years. 


$1,300,000 Needed for Rapid 
Transit Work at Cincinnati 


Approximately $1,300,000 is needed to 
complete the rapid transit system at 
Cincinnati, Ohio, in accordance with the 
original plans. This statement was 
made by Col. E. O. Sherrill, City Man- 
ager, in a memorandum filed with the 
Rapid Transit Commission. The state- 
ment accompanied a report detailing 
the history of the transit system from 
the inception of preliminary engineer- 
ing work in 1911 to the present time. 
The commission, also extended an in- 
vitation to Colonel Sherrill to sit in at 
conferences between the commission 
members and officials of the Cincinnati 
Street Railway during negotiations for 
the lease of the system. 

The commission feels that a unified 
system of transportation would be for 
the best interests of the public. The 
$1,300,000 is needed to ‘complete the 
branch to Oakley the last remaining 
link. This would include the laying of 
rails, the building of five additional 
stations and furnishing the sixteen sta- 
tions which would then be established 
on the line. 

The system has been completed as 
far as Bond Hill. From that point to 
Oakley the system would be above 
ground virtually all the way. The com- 
mission pointed out that the right-of- 
way has been obtained to the Oakley 
terminus. The $1,300,000, if author- 
ized, will be expended as follows: lay- 
ing of rails, $500,000; five additional 
stations, $175,000; furnishing stations, 
$66,000; completion of the last three 
contracts let, $240,000; laying of a 
third rail, $240,000, and restoration of 
right-of-way and incidentals, $79,000. 


Dispute in Leavenworth Over 
Repaving Job 


The Kansas City, Leavenworth & 
Western \Railway was operating its 
cars, buses and interurban trains over 
the streets of Leavenworth, Kan., on 
March 27 without a franchise. The 
franchise under which the company has 
been operating for twenty years ex- 
pired at midnight on March 26. City 
authorities said they would make no 
immediate effort to stop operation. 


The company and the city are in a 
deadlock over the question of whether 
the company shall share a part of the 
cost of repaving Fourth Street. The 
company declares it is not able finan- 
cially to bear the cost. The city au- 
thorities take the position the company 
will not be awarded a new franchise 
unless it shares in the paving cost. 

The Kansas Supreme Court recently 
unheld the district court in a refusal to 
enjoin city authorities from running on 
the tax roll against the company about 
$7,000 in an assessment for repairs on 
Fourth Street in 1921. The company 
will appeal to the United States Su- 
preme Court. 


Higher Fare Sought in 
Salt Lake City 


The Utah Public Service Commission 
has set April 12 as the date for hearing 
the fare petition of the Utah Light & 
Traction Company, Salt Lake City, 
Utah, filed on March 30, providing for 
a 10-cent cash rate, three metal tokens 
for 25 cents and the permanency of the 
weekly pass at its present prices. 

E. A. West, general manager of the 
company, in a letter to the City Com- 
mission, informed the Council in answer 
to its demand that the company repair 
its right-of-way along the street car 
tracks, that the advanced tariffs would 
be necessary to meet the commission’s 
demand. Mr. West also pointed out 
that a new wage scale effective on 
April 1, amounting to $25,000 increase 
annually, would further burden the 
company and make the advance all the 
more necessary. The letter which was 
read to the commission by the city re- 
corder referred to the paving need and 
other items of additional expense, such 
as maintenance of equipment and 
track, which were necessary to render 
adequate and efficient service to the 
patrons of the cars. 

An analysis of the railway earnings 
and expenses for the year 1925 showed 
that the rate of return, based on the 
valuation fixed by the commission, was 
2.29 per cent. An analysis of the street 
railway earnings and expenses for the 
years 1921 to 1925 inclusive showed 
that the rate of return on the valuation 
as fixed by the commission had varied 
from 3.66, the highest in 1922, to 2.20, 
the lowest in 1924. During these years 
when the present fares were in effect 
the company expended approximately 
$30,000 to repair pavement. 

In the new tariffs the company does 
not propose to make any change in the 
present rate for the weekly pass, that 
is $1.25 for the first zone, $1.75 for 
the first and second zones and $2.25 for 
the system pass. The present tariff pro- 
vides for a student sale at the rate of 
50 tickets in a book sold at $2. The 
new tariff will provide for 40 tickets 
sold for $2. The present tariff pro- 
vides for the sale of regular tickets 
sixteen for $1 and under the new tariff 
three tickets for 25 cents will be sold 
on the cars. The present cash fare is 
7 cents; the new tariff will provide for 
a cash fare of 10 cents. The new rates 
will yield, according to Mr. West, suf- 
ficient gross revenue to enable the com- 
pany to take care of the proper 
repaving program and other increased 


expenses. 


$100,000,000 for New Subways 
in New York 


The Board of Transportation made a 
formal request to the Board of Esti- 
mate on April 5 for funds amounting 
to $100,000,000 to be spent in the con- 
struction of new subways. Included in 
the lines which this money is expected 
to build is the 53d Street subway and 
tunnel to Queens. The Board of Esti- 
mate, which met in committee of the 
whole, referred the request to its spe- 
cial calendar. Acting Mayor McKee, 
presiding in the absence of Mayor 
Walker, indicated that the board should 
consider the request carefully. When 
he said that the request seemed “a 
little exorbitant,” W. G. Fullen, counsel 
of the Board of Transportation, stated 
that between $125,000,000 and $128,- 
000,000 was needed by March 1, 1927. 
Up to date the city’s contractual obli- 
gation for new subways had _ been 
brought to about $99,000,000. 

The Merchants’ Association has ob- 
jected to the construction of the pro- 
posed 53d Street subway and tunnel to 
Queens at a cost of $30,000,000 as un- 
necessary, and has asked Acting Mayor 
McKee to postpone action on the request 
of the Board of Transportation for the 
reservation of $100,000,000 until after 
the meeting of commercial bodies on 
April 13, 


Traffic Surveys Planned for 
Harrisburg and Lancaster 


J. Rowland Bibbins, transportation 
engineer, Washington, D. C., has been 
called upon to study the transit, traffic 
and city planning problem of Harris- 
burg and Lancaster, two Pennsylvania 
cities. In the former a previous city 
planning survey had resulted in recom- 
mendations for such drastic changes in 
transit operation and routing as ap- 
peared to the railway to require re- 
examination independently from the 
viewpoint of economic transportation 
and provide more capacity for street 
traffic and realize city planning ideals. 

The traffic surveys will be organized 
for seasonal observations and timed so 
as to secure first and normal average 
traffic conditions of the spring. They 
will then be repeated during the sum- 
mer highway traffic peak to determine 
the relative traffic burden on the city 
streets due to local and interstate move- 
ment respectively. Special studies will 
be made of complicated transit and 
traffic crossings, the central square or 
clearing zone and the possibilities of 
expediting city transport through im- 
proved signal control by continuous 
instead of alternate “run and jump” 
block movement. 

Both cities are located on important 
east-west national highways, the traffic 
from which has never been organized 
and routed to secure the maximum peak 
traffic burden on the central streets. 

Further, adequate day storage areas 
will be so located as to relieve the 
transit streets of this uneconomic type 
of parking and make possible a rea- 
sonable graded parking in the business 
district according to normal business 
needs. Future main thoroughfares and 
transportation extensions will be laid 
out covering about 60 square miles of 
city environs. 
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Action on Amendments to 
Cleveland Grant Postponed 


Amendments proposed to the Tayler 
ordinance, under which the Cleveland 
Railway, Cleveland, Ohio, is operating, 
were not acted upon at the meeting of 
the Cleveland City Council on April 5. 

It had been expected that all of the 
proposed amendments to the Tayler 
grant would be disposed of at that 
meeting, but the street railway com- 
mittee of the Council was unable to 
reach a unanimous decision on an 
amendment which would provide for 
recognition of the, union men and for 
arbitration by a board of three on wage 
and employment disputes. 

The railway says it will decline such 
an amendment. 


As a result, the amendments to the 


grant will not be acted upon until 
April 12. 

Petitions were submitted to the City 
Council which had been circulated 
among the platform men and contained 
the names of 1,482 motormen and con- 
ductors, and 508 shop men, urging the 
passage of the Horr report provisions. 
The Horr report did not include the 
proposed union amendment. 

John J. Stanley, president of the 
railway, said that more platform men 
had signed the petitions than had at- 
tended the union mass meeting. He 
estimated that four-fifths of the em- 
ployees were opposed to the union 
amendment. Charges that signatures 
to the petitions were obtained through 
coercion and pressure were met by 
President Stanley with the declaration 
that anyone who resorted to duress 
would be discharged by the company. 
He declared that employees circulated 
the petitions themselves. 


Municipality Fails to Operate 
Road Profitably 


The Exeter, Hampton & Amesbury 
Street Railway, which for the past five 
years has been operated by the town of 
Hampton, N. H., is about to go out of 
existence. On April 6 the town applied 
to the Public Service Commission for 
permission to junk the line. The peti- 
tion to the commission asks for 
authority to sell all the rolling stock, 
property and other equipment. Every 
possible attempt has been made to 
make the road a profitable venture. In 
the summer buses have been operated 
with more or less success. It is stated, 
however, that the terrific expense in- 
volved in keeping the line open in the 
winter season has eaten up any advan- 
tage incurred by summer operation. 
The patronage has also fallen off. The 
system includes 22 miles of railway. 


Savannah Trainmen Win Accident 
Contest and New Hats 


Savannah, Ga., triumphed over Jack- 
sonville and Tampa in a six months ac- 
cident contest and as a result employees 
of the Savannah Electric & Power Com- 
pany are wearing new Easter hats. The 
final score showed that the winning 
men operated 2,946 miles per accident 
while Jacksonville operated only 1,116 
miles and Tampa 993 miles. The record 
is considered particularly fine, as every 


trivial accident was reported and rec- 
ords made in anticipation of possible 
claims. 

When the contest started the Savan- 
nah men organized themselves into six 
teams under team captains, and some 
of the men deputized themselves as in- 
structors in the safe method of han- 
dling cars. The Savannah Morning 
News on April 4 says that the result 
demonstrated not only the capability of 
the Savannah trainmen but incidentally 
forced “Jacksonville and Tampa _ to 
spend real Florida money in Savannah 
to the tune of $600 or $700 dollars to 
pay for the new hats.” 


Praise for Chicago Surface Lines 
Storm Service 


Full credit has been accorded the 
Chicago Surface Lines for the good 
work which it did in keeping every one 
of its lines in operation in the recent 
unprecedented snowstorm in Chicago. 
This really was a great achievement. 
Buses and taxicabs were practically 
out of business, and it was impossible 
for many hours to operate private 
automobiles. The company itself told 
in the daily press in paid ads the story 
of what this accomplishment meant in 
terms of faithful service performed by 
its staff. 

The daily newspapers were quick to 
take cognizance of the significance of 
this performance. They, too, spread 
the story before their readers. . This 
was merely one manifestation of the 
growing appreciation by the press of 
the part that the railway is playing in 
the civic life of the city, best illustrated, 
perhaps, by the following editorial from 
the Chicago Evening Post: 


A few years ago the popular pastime. of 
some of the local politicians was jumping 


> An 
Achievement 
IN SERVICE 


For two days and nights, the operating organization of 
the Chicago Surface Lines battled the elements and won. 


Street car operation was maintained in the face of the most 
severe snow storm Chicago has seen for years. 


Aided by modern snow fighting equipment, more than 
2,000 men worked manfully without thought of sleep or 
rest in the effort to keep open the arteries of transportation. 
Back of them was every department of this great system. 
Wreck-wagon crews, trackmen, linemen, shopmen, car 
repairmen—all did their utmost. 


Hour after hour as the snow accumulated it was shoved 
back off the track tothe curbline, leaving clear lanes of travel. 


And the people of Chicago, three-fourths of whom depend 
upon street cars to take them to their daily occupations, 
found the cars on the job as usual, 


But for the interference caused by other vehicles which 
quickly availed themselves of the lanes cleared for street 
car service, schedules would have been maintained with 
customary regularity. 


There is no substitute for street car service. 
CHICAGO SURFACE LINES 


At, floss 


President 


Storms Do Not Daunt the Courage of 
These Public Servants 


_ hour 


on the Chicago surface lines. Five-cent- 
fare campaigns were the order of the day, 
the equipment was termed “junk” and the 
transportation held hopelessly inadequate. 

Many phases of the criticism were justi- 
fied, however distorted the remainder. Oper- 
ating policies to the farepayer, at least, 
seemed dictated by the idea that the fewer 
the cars and the greater the crowds, the 
more the net revenues for the company. 
Service suffered as a result. 

Then a certain operating vice-president 
was imported from Philadelphia who held 
rather peculiar theories. One of these was 
that the overhead expense on the equipment 
was practically the same, whether the trips 
per car were few or many. Therefore the 
more frequent the trips in the “slow” hours 
of the day, the more the possible patrons 
could be induced to ride, the better the 
service and the greater the revenues. 

These theories were tried. The result is 
seen in the recent statement that the total 
number of rides in February was nearly 
5,500,000 more than for February, 1925, 
and the daily average the highest in the 
history of the company. Furthermore, 
every month since last June has broken 
previous records in passenger totals for the 
COus cep OnGits months in the company’s his- 
ory. 

There is still much which can be done in 
the way of extensions and other improve- 
ments in the city’s transportation services, 
despite existing legal handicaps, Neverthe- 
less, this record of the street car lines is 
one of the truly constructive achievements 
in the city’s recent civic annals. 


Spectacular Fire in St. Louis— 
~ Damage Small 


A spectacular fire swept the power 
plant of the United Railways, St. 
Louis, Mo., on the west side of 39th 
Street between Vista and Park Ave- 
nues the night of April 2. The 
damage is conservatively estimated at 
$60,000. 

That the loss was not much greater 
was due to the prompt response of the 
fire department and the efficiency of 
the company’s employees. The moment 
the fire was discovered the generators 
and other machinery were shut down 
while the rotating sprinkler system 
with which the storage yards just west 
of the burned buildings was equipped 


thoroughly drenched the roofs of som2 


fifty cars, the large garage building 
and other smaller buildings in the 
vicinity and prevented flying sparks 
from spreading the fire. 

The fire temporarily hampered rail- 
way service on lines in that immediate 
vicinity and curtailed somewhat the 
service during the peak load period 
the next morning. The following day 
service on the Manchester, Market, La- 
clede, Sarah and Park division was cut 
down 20 per cent while on the Comp- 
ton, Tower Grove and Cherokee lines 
no trailers were operated that day. 


Richest Straphanger Hurt in 
New York Subway 


John E. Andrus, known as_ the 
wealthiest straphanger, will remain 
loyal to the subway even though he 
was bowled over recently by a rush- 
crowd somewhere below the 
Brooklyn Bridge station. It was re- 
ported that an injury to his leg had 
resulted and had kept him home for 
several days. The 85-year old million- 
aire and optimist, at least as far as the 
subway is concerned, admits there was 
a trivial accident, but that he went on 
downtown to his office. He said it was 
a marvel that so few people were in- 
jured in the subway, considering the 
number carried by that system. 
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Louisville Railway to Keep 
Abreast of City’s Growth 


The fourth of a series of advertise- 
ments has been prepared and run in 
Louisville newspapers by the Louisville 
Railway, Louisville, Ky., in which the 
growth of Louisville is stressed. One 
of these advertisements compared a 
population of 234,891 people in 1920, 
with 305,935 in 1925, or a 30 per cent 
gain. Bank clearings are compared 
over a ten-year period, with $742,390,- 
281 in 1915, as against $1,743,589,890 
| in 1925, a gain of 1385 per cent. Postal 
_ receipts for 1915 were $1,264,800, coni- 
pared with $2,736,415 in 1925, a gain 
of 116 per cent. Building operations in 
1915 were $4,836,278, compared with 

$35,082,781 in 1925, a gain of 625 per 
cent. After giving the figures on each 
of these, the company in bold face type 
uses a line “We, Too, Must Grow.” 

Additional advertisements along the 
same line will be run. 

Information similar to that used in 
the press is also appearing on cards 
placed in the cars of the company. 

Under the present straight 7-cent 
fare in Louisville, which, however, is 
on a sliding scale, the company can 
make a little money, but can’t put 
away any funds for expansion and de- 
velopment. With a maximum 7-cent 
fare its securities are not sufficiently 
attractive to investors to permit the 
company to borrow advantageously so 
as to provide it with funds to supply 
adequately the service to which Louis- 
ville is entitled. 

Bus lines have been installed and 
extended to take care of some of the 
territory near Louisville developed re- 
cently, but not all has been done that 
could be done. Suburban industrial 
sections have been developed along the 
lower city river front, but no railway 
facilities have been provided for han- 
dling the traffic, and there is not much 
prospect of the facilities being fur- 
nished, as the company hasn’t funds 
available to construct the extensions. 


Providence Cars Get New Dress 
for Easter 


To harmonize with the spirit of 
spring, the equipment -of the United 
Electric Railways, Providence, R. I., has 
been given a new dress. The color of 
the cars has been changed from dark 
to olive green, with cream trimming 
around sash boards and windows. 
Cream ceilings give a lighter effect in 
the interior. 


Requests Continuance of 
Rockaway Trolley Service 


__ At a conference before the Transit 
Commission on April 5 on the Long 
Island Railroad’s proposal to discon- 
tinue the operation of its surface line 
between. Hammels and Far Rockaway, 
Queens, Commissioner John F. O’Ryan 
asked the railroad representatives to 
defer action until July 10 to give time 
to arrange permanent bus service be- 
tween the two points. Four bus routes 
have been proposed to cover the terri- 


tory now served by the surface lines 


operated by the railroad between Ham- 
mels and Far Rockaway. 
George Le Boutillier, vice-president 
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and general manager of the Long Island 
Railroad, said that operation of the 
surface line on the steam train tracks 
from Hammels to Far Rockaway was 
dangerous. The road proposes. to 
charge a 5-cent fare on this surface 
line from Neponset to Hammels, and 
then transfer passengers to the regu- 
lar railroad trains, charging 12 cents 
from Hammels to Far Rockaway, mak- 
ing a 17-cent fare for the distance now 
served by trolley for 5 cents. 


Operation to Continue in 
Ocean City, N. J. 


Under an order signed by Chancellor 
Walker, Robert B. Chew will operate 
the Ocean City Electric Railroad, Ocean 
City, N. J., from now until Dec. 1. Ap- 
plication was made to the chancellor 
when the company expressed its inten- 
tion of not operating its railway during 
this year. The trolleys have been oper- 
ated under order of the chancellor for 
the last seven years. The line is 10 
miles long. 


Transfer Privileges Curtailed 
in Seattle 


Transfer privilege on token fares 
will be discontinued on the lines of the 
Seattle & Rainier Valley Railway, Seat- 
tle, Wash., on April 25, according to a 
new tariff filed by the company with 
the State Department of Public Works. 
In future, transfers will be issued 
only on 10-cent cash fares. The com- 
pany sets forth that in June, 1923, it 
began giving transfers on token fares 
with the understanding that it would 
be relieved from the franchise tax of 3 
per cent on gross earnings, and also 
that the line would not be required to 
carry city policemen and firemen free. 
Pointing out that neither relief mate- 
rialized and that negotiations which 
have been under way for some time to 
sell the line to the city are now de- 
ferred by a move to refer the proposi- 
tion to the voters, the company declares 
that it can no longer postpone financial 
relief believed to be obtainable under 
the new tariff. It is considered likely 
that the City Council will issue an 
order that the Seattle Municipal Rail- 
way may issue transfers to the valley 
lines only on cash fares. 


More About New Jersey’s 
Paving Bill 


In the closing hours of the session 
of the New Jersey Legislature the bill 
to relieve the electric railways of the 
state of the obligation to pay for paving 
between the trolley tracks had to be 
abandoned. It is estimated that enact- 
ment of the bill would have saved the 
railways an average annual expense of 
more than $500,000. 

Vice-President John L. O’Toole of 
the Public Service Railway, who with 
Vice-President Edmund W. Wakelee 
directed the campaign in favor of the 
bill, declared when the fight was over: 


We made a clean open and aboveboard 
fight for this bill. We took the public into 
our confidence and put all our cards upon 
the table. We made a straightforward ap- 
peal for the abrogation of the old require- 
ment that obliges us to pay for paving be- 
tween the tracks. We have made the best 
fight possible and have lost. There is noth- 
ing more to be said for the present. 


News Notes 


Twenty-five-Trip Books in Effect.— 
The Public Service Commission has ap- 
proved a local passenger tariff of the 
Rochester & Syracuse Railroad, Inc., 
Syracuse, N. Y., effective on April 1. 
Former regulations and fares governing 
the sale and use of 50-trip commuta- 
tion books are canceled, and regulations 
and fares established for sale and use 
of 25-trip commutation books are lim- 
ited to eighteen days from and includ- 
ing date of purchase. Changes in the 
rate basis will operate to effect reduc- 
tions for distances in excess of 5 miles. 


Department Store Charters Cars.— 
The Rhodes Brothers department store 
of Tacoma, Wash., chartered all the 
cars of the Tacoma Railway & Power 
Company on March 24 during the hour 
from 9 to 10 a.m. giving every pas- 
senger the privilege of riding free ir- 
respective of his destination. Rhodes 
Brothers reported the greatest number 
of persons in the store during its entire 
history and an excess of business beyond 
their expectations. During the free 
transportation hour the cars carried 
several times the number of passengers 
usually riding at that hour. 


Suggests Changes in Louisville Gov- 
ernment.—By action of the Kentucky 
Legislature new methods of governing 
Louisville may become effective in 1929. 
Under the new law the City Council, in- 
stead of being made up of a Board of 
Aldermen and Board of Councilmen, 
will be composed of only one board, of 
twelve members, while instead of a 
Board of Safety and Board of Works, 
there will be only one board of three 
members. It is felt the change will 
result in less difficulty for the utilities 
in dealing with the city. 


New Fares on Empire State. — The 
Public Service Commission has ap- 
proved a new local passenger tariff of 
commutation fares of the Empire State 
Railroad, Syracuse, N. Y., effective 
April 1. The new fares are for books 
containing 25 tickets, good for passage 
in either direction between points speci- 
fied thereon on the Syracuse-Oswego 
division (Baldwinsville, Fulton, Min- 
etto, Oswego, Phoenix, Syracuse). The 
time limit is eighteen days from and 
including date of purchase. Changes 
in the rate basis will operate to effect 
reductions for distances in excess of 8 
miles. The new rate supersedes for- 
mer 50-trip commutation book fares 
with a time limit of 30 days. 


Conductorettes Disappearing. — 
Women conductors are fast disappear- 
ing from the street cars of St. Louis, 
Mo. From a peak of 56 during the days 
of the World War their number has 
dwindled to ten. With the close of the 
war the United Railways adopted a pol- 
icy of not employing any additional 
women*as conductors, but it retained 
those in service at that time. The 
women proved satisfactory, but the 
company deemed it best to operate the 
cars with men. For the most part the 
women work on trail cars. None was 
used as motormen. 
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Recent Bus Developments 


Bus Service Started in Cincinnati 


The Cincinnati Street Railway, Cin- 
cinnati, Ohio, entered the bus trans- 
portation field on April 1 by starting 
service on its two crosstown lines, 
designated Routes E and F. The 
routes serve suburban districts, here- 
tofore without adequate electric or bus 
transportation. They are so arranged 
as to link up with nineteen electric rail- 
way lines. Route E is known as the 
inner crosstown line and Route F the 
outer. Transfers are issued from the 
buses to electric cars and vice versa. 
In the case where a passenger on an 
electric car requests a transfer to a 
bus with a car ticket, 2 cents additional 
must be paid, because the ticket fare is 
only 8% cents while the bus fare is 10 
cents straight. In addition to the cross- 
town lines the railway has several 
other routes on which service will be 
started before the end of this month. 


Buses Under Commission Control 
in New Jersey 


Two bills have been passed by the 
New Jersey Legislature and approved 
by the Governor which are expected to 
do much to stabilize bus operation. The 
first places the operation of all buses 
in the state under the jurisdiction of 
the Board of Public Utility Commis- 
sioners. In the past, the commission’s 
approval has been necessary only for 
the operation of buses on the same 
street with street railway tracks. Else- 
where, a permit from the local muni- 
cipality has been the only requirement. 
Under the new law, buses become 
public utilities regardless of the streets 
on which they are operated, and as 
such, are subject to the same regula- 
tion as other utilities. Henceforth, it 
will be impossible for a bus operator to 
enter into competition with an existing 
street railway by the expedient of 
laying out a route on a street parallel 
to the tracks but one block away. 

Another provision of this legislation 
is that all buses shall pay 5 per 
cent of their gross receipts as a 
monthly franchise tax for the use of 
the streets. Heretofore such an ar- 
rangement has been in effect only in 
the larger cities and no uniform method 
of taxation existed in the smaller 
towns. Franchise agreements for the 
buses were subject to negotiation 
between the local officials and the oper- 
ators, and were a prolific source of dis- 
agreement. Under the new law, a uni- 
form method of payment is established 
applying equally in all municipalities 
regardless of size. 


Gigantic Bus Merger in 
Northwestern Indiana 


Twenty-five coach lines in northern 
Indiana would be combined into one 
company, under the name of ‘the Shore 
Line Motor Coach Company, according 
to a petition filed on April 2 with the 
Indiana Public Service Commission. 


The merger, if approved, will combine 
the Gary Railways, Farina’s Bus Line 
& Transportation Company, Inc., and 
B. P. Shearon, Hammond. 

The bus lines are chiefly in the north- 
western corner of the state, radiating 
from Gary, Hammond and Michigan 
City, Ind. Bus service operated by the 
Gary Railways within the city limits of 
Gary will not be affected by the pro- 
posed consolidation, but routes run by 
the railway from Gary to other cities 
are included. 

The Shore Line Motor Coach Com- 
pany has headquarters in Gary, with 
Charles W. Chase as president. 


Railway Opposes Mount Vernon- 
New York Bus Service 


Court action was started on April 2 
by the Third Avenue Railway to stop 
sightseeing buses from being operated 
between Mount Vernon and Times 
Square, New York City. 

The railway alleged that the buses 
were infringing on its transportation 
rights. In bringing the proceedings in 
behalf of the Westchester Electric Rail- 
road, it asserts that service furnished 
by the trolleys, the New Haven, and 
New York Central Railroads, and the 
New York, Westchester & Boston Road 
is sufficient, without the proposed serv- 
ice by bus. It is further charged that 
the buses would compete with the elec- 
tric railway and should be stopped for 
that reason. An order was served by 
an attorney of the railroad upon repre- 
sentatives of the Mount Vernon Sight- 
seeing Company directing it to show 
cause why a permanent injunction 
should not be issued restraining oper- 
ations. 


Amended Petitions Before 
Minnesota Commission 


The Minnesota Railroad and Ware- 
house Commission will hear amended 
petitions by the Twin City Motor Bus 
Company, subsidiary of the Twin City 
Rapid Transit Company, to revise bus 
routes so as to expedite travel between 
Minneapolis and St. Paul, Minn., and 


avoid long loops and vexatious stops ~ 


and layovers. Original petitions had 
been filed by two bus lines before they 
were bought by the Twin City com- 
pany. The plan is for peak-load head- 
ways of four minutes on the University 
line, eight on the Como line and six 
on the Selby-Lake line, with twenty 
minutes in each case in slack hours. 
It is planned to save ten to fifteen 
minutes on round trips. At Seventh 
and Hennepin Avenues in Minneapolis 


._ and Sixth and Roberts Streets in St. 


Paul, which all buses pass, there will 
be a combination service of a bus every 
two minutes. The one-way fare will 
remain at 25 cents. The street car fare 
is 16 cents cash or two tokens costing 
at the rate of six for 40 cents. An ap- 
plication will be considered also for 
two Minneapolis crosstown bus lines 
already in operation. 


Bus Operation Extended 
at Newburgh 


The Newburgh Public Service Cor- 
poration, Newburgh, N. Y., with per- 
mission of the Public Service Commis- 
sion, has extended its route to include 
Orange Lake and Walden. The cash 
fare between Newburgh and Orange — 
Lake is 20 cents, between Orange Lake 
and Walden 20 cents, and between 
Newburgh and Walden 40 cents. Fares 
for commutation tickets (two rides 
daily within current month) are $6 a 
ticket between Newburgh and Orange 
Lake and $12 a ticket between New- 
burgh and Walden. The Newburgh 
Public Service Corporation is the suc- 
cessor to the Orange County Traction | 
Corporation. 


Bill to Regulate Interstate Bridge 
and Tunnel Bus Traffic 


Representative Bacharach of New 
Jersey has introduced at Washington a 
bill to permit affected states to regu- 
late bus commerce through the inter- 
state tunnel being built under the — 
Hudson_River between New York and — 
Jersey City and over the interstate 
bridge now being constructed across 
the Delaware River between Philadel- 
phia and Camden, N. J. 

The measure ‘would authorize the 
New York State TBransit Commission, 
the Public Utilities Commission of New 
Jersey and the Pennsylvania Public 
Service Commission to prescribe by 
joint action terms and conditions under 
which buses could carry passengers 
through the tunnel or across the bridge. 
These bodies would be permitted to | 
grant licenses for such transportation. 


Co-ordination Urged at 
Indianapolis 


Bus operation conducted independ- 
ently is a wasteful form of transporta- 
tion, according to attorneys for the In- 
dianapolis Street Railway before the 
Indiana Public Service Commission in 
arguments touching on the conflicting 
applications of the company and the 
Peoples Motor Coach Company for per- 
mission to start bus routes in Indian- 
apolis. The attorney declared the bus 
should be co-ordinated with an already 
established system of street railway 
transportation. He attributed the 
necessity for the 1-cent increase in 
street car transfer charges to compe- 
tition from the motor bus in Indianap- _ 
olis. If “wasteful independent” com- 
petition continues fares will have to be 
raised from time to time to meet losses 
sustained by the established transporta- 
tion system. A decision will not be 
made for some time. 


Bus Company Denied Apnea 
in Holyoke 


The Interstate Bus Corporation, 
Hartford, Conn., was unsuccessful in 
its attempt to seek an appeal of the 
injunction issued on complaint of the 
Holyoke Street Railway, Holyoke, Mass. 
Through Attorney Edward H. Kelly the 
bus company has appealed the finding 
of a triple bench of the Supreme Court 
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' in February. Recently the railway and 


the bus corporation aired their differ- 
ences in the county, criminal and civil 
courts and had their case settled by a 
triple bench of the federal court finding 
that Massachusetts bus control statutes 


were constitutional and the Interstate 


Bus Corporation was to be restrained 
from operating buses through Massa- 
chusetts cities without a license. 
Litigations began with a suit by the 
Holyoke company to prevent the oper- 
ation of buses between Greenfield and 
Springfield, Mass. The bus company 


' brought proceedings in the federal court 


against the Holyoke Street Railway, 
alleging collusion in interfering with 
the bus business in Holyoke, Mass. 


Extension of Service Allowed.—The 
Indiana Public Service Commission re- 
cently granted permission to the Chi- 
cago, South Bend & Northern Indiana 
Railway to extend bus service in South 
Bend and Elkhart. 

Indiana Fares. Advanced.—An in- 
crease of from 2 to 3 cents a mile has 
been granted by the Indiana Public 
Service Commission to the Indianapolis 
& Cincinnati Traction Company on its 
buses operated between Indianapolis 


_and Shelbyville, Ind. The petition, filed 


some time ago by Charles L. Henry, 
receiver for the traction line, was re- 
ferred to in the ELEcTRIC RAILWAY 
JOURNAL, issue of March 13, page 462. 


Buses in Evansville.—Five buses will 
be operated in Evansville, Ind., follow- 
ing permission granted to the Southern 
Indiana Gas & Electric Company to 
operate in certain sections of the city. 

Permit Sought for “Shuttle” Line.— 

The Washington Railway & Electric 
Company, Washington, D. C., recently 
reapplied to the Public Utilities Com- 
mission for authority to operate a 
“shuttle” bus line from Foxhall Village 
to connect with its Burleith bus line at 
35th Street and Reservoir Road. The 
company’s original petition was denied, 
due to a financial agreement between 
the company and the real estate firm of 
Boss & Phelps. While the agreement 
by which the real estate firm guarantees 
the. company against any loss for a 
period of five years still exists, no ref- 
erence is made to it in the application. 
The rate of fare asked by the company 
is 10 cents cash with free transfers to 
its Burleith line. The Burleith line 
would issue free transfers to the Fox- 
hall Village line on the payment of a 
cash fare only. 

Petitions for Operation in Brookline. 
—Selectmen of Brookline, Mass., have 
granted the petition of the Boston Ele- 
vated Railway for permission to run a 
bus line from the Reservoir to Washing- 
ton Square, Brookline, on Beacon Street, 
to Village Square, provided that the 
one-man car service be discontinued. 
The Selectmen, however, have given 
leave to withdraw on the petition of 
the Wellsley Coach Company to oper- 
ate a bus line through Brookline on the 


_ proposed route from Park Square, Bos- 
. ton, to Wellsley. They have also given 


the Boston Elevated Railway permis- 
sion to withdraw its petition to operate 
a line of de luxe buses from Coolidge 


Corner to St. Mary Street on a pro- 


posed route from Coolidge corner to 
the city proper. 


Financial and Corporate 


Traffic, Fare and Wage 
Figures Reported 


Further increases were scored in the 
traffic of electric railways during the 
month of February, 1926, over the 
traffic carried in February, 1925. 

The number of revenue passengers, 
including bus passengers, reported by 
the American Electric Railway Asso- 
ciation by 205 companies was as fol- 
lows: 
February, 1926 
February, 1925 742,372,772 
Increase 1.18 per cent 

The average cash fare in 272 cities 
having 25,000 or more population was: 
March 1, 1926 7.6543 cents 
SPORE LO Gmiietatelseterety 8 <5 ates 7.6470 cents 
March 1, 1925 7.5147 cents 

Average maximum hourly rates paid 
motormen and conductors in two-man 
service by companies operating 100 or 
more miles of single track were: 


751,106,093 


Average Index 
Hourly No. 
Rate, (1913—100 
Cents per Cent) 
Mareh 1, 1926 2. ti 56.58 207.61 
BRED; Pipe 2G crete .+speuele 56.51 207.38 
Mareh: 15, 1925. s.<).%0« 56.02 205.58 


Inland Empire System 
Rearranged 


Reorganization of the “Inland” sys- 
tem, operating interurban lines out of 
Spokane, Wash., was perfected late in 
March, when a legal arrangement was 
made whereby the Inland Empire Rail- 
way, now operating a line from Spokane 
to Moscow, Idaho, leases and operates 
the Spokane & Eastern Railway & 
Power Company’s electric lines from 
Spokane, through the Spokane River 
valley to Liberty Lake and to Coeur 
d’Alene, Idaho. 

With the merger of the city lines of 
the former Traction system in Spokane 
into the Spokane United Railway sys- 
tem, the sale of the Spokane & East- 
ern’s power plant at Nine Mile to the 
Washington Water Power Company last 
year, the Traction and Inland properties 
are now simmered down to the two 
electric interurban lines, which the In- 
land Empire Railway will operate. The 
Inland Empire system was announced 
for sale by officers of the Harris Sav- 
ings & Trust Bank, Chicago. 


1,517,510,661 Ride Surface Lines 


Net Earnings of Chicago Roads Were 8.78 per Cent Greater in Recent 
Year than During Previous Year, Despite 1,000,000 Additional 
Car-Miles Operated and Increase in Trainmen’s Wages 


ENRY A. BLAIR, president, in the 

twelfth annual report of the Chi- 
cago Surface Lines, points out that the 
year ended Jan. 31, 1926, was a record 
breaker in the number of rides and the 
amount of service provided. The re- 
port shows a total of 842,201,453 rev- 
enue passengers carried during the 
year—12,049,913 more than in the pre- 
vious year. There were 1,517,510,661 
rides, including both revenue and trans- 
fer passengers. Service has been in- 
creased to the extent of 1,184,821 car- 
miles. Mr. Blair said: 


No electric railway, I am convinced, ever 
has approached the end of its franchise 
period with its physical property in such 
splendid condition and with its management 
and operating personnel so thoroughly alert 
and so eager to serve. 

The firm confidence in the future of the 
street railway which has encouraged us to 
go forward and accomplish greater things 
than ever before, although these properties 
have no legal guarantee of future life, has 
been an inspiration to the industry through- 
out the country, 


The daily average of revenue pas- 
sengers in December, 2,408,510, was the 
highest for any month in the history 
of the system. The highest traffic day 
of the year was on Dec. 19, when 2,820,- 
704 revenue passengers were carried. 
Total rides on that day were 4,971,129. 
Gross earnings showed an increase of 
1.21 per cent, notwithstanding the fact 
that there was one less day in February 
than in February the preceding year. 

Net earnings were 8.78 per cent 
greater than during the previous year, 
although more than 1,000,000 additional 
car-miles were operated and trainmen’s 
wages were increased 2 cents an hour 


as compared with the first four months 
of the previous year. 

The’number of cars overhauled dur- 
ing the year was increased 47 per cent, 
and the total cost of overhauling was 
reduced 18 per cent as compared with 
the previous year. The good condition 
of equipment is indicated by the fact 
that more than 99 per cent of all cars 
were in operation in peak-load periods 
throughout the Christmas shopping 
season, and on two days all but seven 
of the 3,539 cars owned were on the 
streets giving service. 

Since unification in 1914 gross earn- 
ings have grown from $31,966,049 to 
$58,785,881, an increase of almost 84 
per cent. At the same time, however, 
operating expenses have grown from 
$19,889,276 to $46,628,207, an increase 
of 344 per cent, and operating wages 
from $10,560,039 to $29,012,642, an in- 
crease of 175 per cent. In the face of 
these large increases in expenses the 
average fare per revenue passenger has 
increased only 38 per cent, or from 4.99 
cents to 6.90 cents. The average fare 
per ride is but 3.83 cents, due to the 
liberal transfer privileges. 

During the nineteen years of the 
ordinance period the companies have 
invested new capital to the total of 
$107,733,000, a yearly average of $5,- 
670,000. They have paid out $99,328,- 
256 for public benefits, including pav- 
ing, maintenance of paving, cleaning 
and sprinkling the right-of-way, gen- 
eral taxes and the city’s 55 per cent of 
the net earnings. 

During the past two years accident 
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EARNINGS, EXPENSES AND DIVISION OF 
RESIDUE RECEIPTS OF CHICAGO SURFACE 


LINES FOR YEAR ENDED JAN. 31, 1926, COM- 
PARED WITH PREVIOUS YEAR 
Earnings 1926 1925 
Passenger cars........... $58,076,487 $57,284,602 
Chartered cars.......... 6,337 7,177 
Newspaper cars......... 14,989 14,513 
Freight earnings......... 4,867 4,786 
Hospital car service . 3,790 5,668 
Advertising. . 274,480 267,773 
Rents of buildings, etc... 165,150 133,083 
Sale of power............ 104,097 234,451 
Interest on deposits...... 120,682 114,948 
Miscellaneous........... 14,997 14 673 

Gross earnings........ $58,785,880 $58,081,673 

Expenses 
Way and structures $2,830,649 $2,859,869 
Equipment. . 3,984,635 4,148,282 
Renewals. . 4,702,870 4,646,534 
Power—maintenance : 394,620 376,062 
Power—operation....... 3,465,460 3,466,857 
Conducting transporta- 

tion—trainmen.. z 20,741,205 20,890,865 
Conducting  transporta- 

tion-—other iis cs tis = 3,172,423 3,177,461 
(hte ee aed eras Soke 109,973 102,793 
General and miscellaneous 

—damages............ 2,469,007 2,439,430 
General and miscellaneous : 

Other Oe eee 1,697,361 1,551,803 
Maes. sik teh chit eee 3,060,000 2,915,000 

Total expenses........ $46,628,206 $46,574,960 

Residue receipts....... *$12,157,674 *$11,506,717 

Divided 
Chicago Railways — 60 

percent). 7.5. sitet. *$7,294,604 *$6,904,030 
South Side Lines — 40 

DELCO tsa anor ne heres *4,863,069  *4,602,687 


* Includes city’s 55 per cent of net divisible re- 
ceipts, as defined by ordinances. 


prevention .work has resulted in 26 
fewer fatal accidents and a _ very 
marked decrease in the total number 
of injuries. 

In concluding his report President 


Blair says: 

Service which constantly anticipates de- 
mand has brought increased business in the 
face of more vigorous competition and 
leaves no room for argument as to the 
necessity of street cars in Chicago. The 
public thoroughly recognizes this fact, and 
the propaganda which sought to create the 
impression that street cars are obsolescent 
is no longer credited. 

We enter the last year under the settle- 
ment and unification ordinances prepared 
to give the best service and carry the 
greatest transportation load in the history 
of the system. 


Comparisons of the extent of the 


Surface Lines’ system at the end of the 
Mr. Blair said that annual purchases 


first year of unified operation (Jan. 31, 
1915) and at the close of the twelfth 
year (Jan. 31, 1926) are given in an 
accompanying table: 


of 1923 expired on June 1 and was re- y: 


newed for another year. As evidence 
of the attractiveness of this line of 
work Mr. Blair cites that the turnover 


COMPARISON OF FIRST AND TWELFTH YEAR OF UNIFIED OPERATION, CHICAGO 


SURFACE LINES 


Items 


Gross camnincceme mete s,s) + Wiktstel ele ce shad cksts rate Sarena 
Operating eS DeDBGa iw oc ole o4 ie tieieia > 9 ianerb wis eidlniase ore 
Operaitimg wages DAIGD Ee .. 51. ey sfe)s osivir ena pyeiare sy 
Total WARES -DRIG Ree eae. staat cele Sek io Panis 
Revenue passengers carried.........-....00 set eeee 
otal ridhesic hates ss 6) <iihel alto = Py edacs «ap era caneene tg cac> 
Average fare per revenue passenger........--..-++0+ 
Average fare per@ide di... we ce ede ee eee ee 
DPB GDI SORVACC MEM « 1: 0)c\e a miss do fagaye ete oie a iuateyallay ay 


ee eee \ 


Per Cent 

1915 1926 Increase 

wav $31,966,049 $58,785,881 83.90 
A oe $19,889,276 $46,628,207 134. 44 
Mes he $10,560,03 $29,012,642 174.74 
ae, O5. $12,379,615 $31,534,182 154.73 
a Sies 627,731,550 842,201,453 34.17 
Pee 1,115,312,129 1,517,510,661 36.06 
Pe 4.99 cents 6.90 cents 38.28 
BS cis 2.81 cents 3.83 cents 36,30 
847 11,437 29, 28 


REVENUE PASSENGER STATISTICS OF CHICAGO SURFACE LINES 


Weekday Saturday Sunday* Total for 
Year Ending Average Average Average Year 
DADE Si 2 OPP eMP OME «as. visje s suafors tens dele sl 2,424,194 2,507,004 1,631,484 842,291,453 
FANS OLD MMS a od crete eee meee 2,373,114 2,512,121 1,614,823 830,151,540 
CUE CL OO ae eS 2s Ss hig sa vortete ave pee ce hg 2,354,139 - 2,521,487 1,623,414 824,850,103 
PATS ly MOD SHCaEN MERE) «i's cuss, aieim Cerrenateyer ole Pe age 2,294,425 2,356,385 1,563,911 762,629,211 
BOE ARIS A480) «ce chic): CRE NOREEN Sara A 2,129,217 29251,293 1,560,310 759,515,622 


* Includes holidays. 


total about $6,000,000, necessitating 
the issuing of over 17,000 separate pur- 
chase orders. The average value of 
materials and supplies carried in stock 
is $3,000,000. In the past two years 
the cost to operate this department has 
been reduced from 4 mills to 2.5 mills 
per car-mile operated. This saving has 
been effected by consolidating. disburse- 
ment centers and by careful super- 
vision. 

Accident prevention work among the 
employees has been continued with 
most encouraging results. In the two 
years since the department was estab- 
lished, there have been 26 fewer fatal 
accidents, including six fewer fatalities 
among the trainmen. A comparative 
record of injuries shows a material de- 
erease. This improvement was made 
notwithstanding an increase in miles 
operated, passengers carried, employees 
in service and in number of cars and 
other vehicles on the streets. 

The agreement with the trainmen’s 
union based on the arbitration award 
in train service was 10.39 per cent, com- 


INCOME ACCOUNT OF THE CHICAGO CITY 
RAILWAY FOR YEAR ENDED 
JAN. 31, 1926 


40 per cent of the residue receipts of 

Chicago Surface Lines. . ae $4,863,069 
Deduct: joint account expenses, interest 

on capital investment of the Chicago 

City Railway, Calumet & South Chicago 

Railway, and Southern Street Railway.. 3,521,158 
Net earnings of South Side Lines........ $1,341,911 
City’s 55 per cent as per ordinances...... 738,05 
South Side Lines’ 45 per cent as per 

Ordinances nee Aen Aon ace eee $603,859 


Less: Southern Street Railway’s propor- 


tion, as per ordinance........00+000 32,910 
Company’s proportion..........s.e.0+6 $570,949 
Add: interest on capital investment...... 2,790,302 
Income from operation................. $3,361,251 
Other income—deficit.2.............05: 44,820 

$3,316,431 
Interest on bonds and notes outstanding. 1,737,425 
Net.incoment rrr. tetris tie: sipice nite ae $1,579,006 
Add: surplus at Jan. 31, 1925........... 2,829,349 
Surplus.;.; sanitson. einem eine oe o.is< $4,408,355 
Dividends, 6 per cent...............+05 1,080,000 
Surplus ati Jan. 31, 1926... 60. .0cebaes $3,328,355 
Percentage of net income to capital stock 
Bt Dare cag ee cen bade niae eet enee 8.77 


INCOME STATEMENT OF THE CHICAGO 
RAILWAYS FOR YEAR ENDED 
JAN. 31, 1926 


Company’s share (60 per cent) of yeni 


receipts of Chicago Surface Lines. “ah 294,604 
Deduct: joint account expenses....... 70,646 
$7,223,957 
Deduct: interest at 5 per cent on cap- 
IGA VELWATOME cpeyelertiare t.cisc<ece,e aca 4,707,592 
Income divisible with city of Chicago $2,516,365 
City’s 55 per cent of divisible income $1,384,001 
Company’s Income 
45 per cent of divisibleincome........... $1,132,364 
5 per cent interest allowance on capital 
valuation of property.....-........... 4,707,592 
Interest on bank balances............... 124,549 
Interest on treasury securities........... 73,786 
Profit on sale of treasury securities....... 4 
Wotalineowmiean. fakrstes os ieee waenule vs $6,038,297 
Deductions 
Interest accrued on— 
irst mortgage bonds...............5% $2,784,700 
Consolidated mortgage bonds........ 1,693,329 
Purchase money bonds...........0.... 3,649 
Unterest Gm loans, aris ute ie orc, 1's cesses 46,846 
Federal income tax on interest coupons. 66,000 
Corporate expenses and interest adjust- 
ments with Chicago Surface Lines...... 182,222 
Total daduichona: svete e ca... cee. costes $4,976,749 
IN GtanCOMIG eae Et astrs.e 4 cis late nas $1,061,548 


+ Trainmen’s strike Aug. | to 6, 1922, inclusive. 


pared with 11.29 per cent in 1924 and 
15.82 per cent in 1923. 
The utility department was estab- 


lished_on July 1, taking over the duties — 


of the stable, wreck wagon and supply 
car department, combining jurisdiction 
over all service vehicles under the chief 
engineer. All horses formerly owned 
by the companies were sold and the de- 
partment is now completely motorized. 

The past year has seen no substantial 
change in the bus situation, aside from 
the fact that buses are being operated 
from adjacent cities in Indiana into 
Chicago. Mr. Blair cites the fact that 
two new routes were put in operation 
by. the Chicago Motor Coach Company, 
and that an order of the Illinois Com- 
merce Commission, denying the petition 
of the Chicago Surface Lines for a re- 
hearing in the matter of granting to 
the Coach Company authority to oper- 
ate certain temporary routes in the 
north division of the city was set aside 
by the Superior Court, on appeal, and 
the application of the Coach Company 
is now pending before the commission 
on rehearing. He says the [Illinois 
Commerce Commission has under con- 
sideration the question of granting au- 
thority to the Chicago Railways to in- 
stall an auxiliary or supplementary bus 
line on Diversey Avenue in lieu of a 
street railway extension. 

Mr. Blair sees a marked improve- 
ment in the attitude of the public to- 
ward the company. There is a betteh 
understanding of the problems of street 
car operation and less inclination to 
criticise the Surface Lines for condi- 
tions over which it has no control. 

Through staff and departmental con- 
ferences, department heads have been 
kept in close touch with the policies 
and accomplishments of the organiza- 
tion. Through Surface Service Maga- 
zine, meetings of department heads with 
employee groups and educational enter- 
tainments at the club house, employees 
have developed a personal interest in 
the character of service rendered to the 
public. 

Through advertisements, car cards, 
Service News and publicity in the news- 
papers, and through the speakers’ bu- 
reau, a motion picture film and con- 
tacts with civic and commercial or- 
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STATISTICAL DATA OF CHICAGO SURFACE LINES FOR THE FISCAL 
YEARS ENDED JAN, 31 


1922 1923 1924 1925 1926 
ate Of FATE; CONtasii.sls ale wee ae ble ele’ 8 7-63 7-63 7-63 
2-1-1922 to 
6-14-1922 
7c-6%¢ 
6-15-1922 to 
% 1-31-1923 
Revenue passengers.......... 0.000008 750,515,622 762,629,211 824,850,103 830,151,540 842,201,453 
IP BRSOURED TECEIDUS jaf = eo wiete eo hew a $59,706,412 $55,495,310 $56,986,687 $57,284,602 $58,076,487 
MUSEAM CATOWISS fant cle duress sede ees 60,343,733 56,103,061 57,655,169 58,081,678 58,785,880 
Operating wazes....66.. eee eee ee 29,676,981 27,163,996 27,458,736 29,246,390 29,012,641 
Other operating expenses and taxes... . 16,839,168 17,252,072 17,381,016 17,328,569 17,615,564 
BUPSIATIC TECEIDES.. see i eee ec ees 13,827,583 11,686,992 12,815,416 11,506,717 12,157,674 
Less: joint account expenses........ 449,000 620,000 885,000 450,000 130,297 
$13,378,583 $11,066,992 $11,930,416 $11,056,717 $12,027,376 
5 per cent on purchase price.......... 8,024,104 8,039,343 8,076,569 8,127,158 8,169,099 
55 per cent to city.............. i 2,944,963 1,665,206 2,119,615 1,611,257 2,122,052 
45 per cent to companies 2,409,515 1,362,442 1,734,231 1,318,301 1,736,224 


ganizations throughout the city, the 
public has been kept informed of Sur- 
face Lines activities. Such problems 
as parking, safety zones and _ traffic 
regulation have been discussed frankly 
and understandingly. 

As a result, employees are giving 
loyal support to company policies and 
the public is displaying a greater 
friendliness’ and helpfulness than ever 
before. 

The speakers’ bureau, consisting of 
Surface Lines members of the Speakers’ 
Bureau Committee of District 10, Illi- 
nois Committee on Public Utility In- 
formation, was reorganized in the 


No-Par Non-Voting Stock 
Frowned On by New Jersey 
State Board 


Predicating its refusal on the Inter- 
state Commerce Commission’s decision 
the State Board of Public Utility Com- 
missioners of New Jersey on April 5 
denied the application of the Delaware 
& New Jersey Transportation Company 
for approval of the issuance of 2,000 
shares of common non-voting no-par 
stock. 

The board pointed out that the com- 
mission held it would be inimical to the 
public interest to strip stockholders of 
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TRACK MILEAGE—ALL COMPANIES OF CHICAGO SURFACE LINES 


) Chicago Railways... ...2..0......0.05 SH ae a ee 
urcAgG City Mall Wava sus isieul cccpea ceadsalcace ts 
Calumet & South Chicago Railway.................. 
The Southern Street Railway................00000 0 


Total Miles Exten- Total Miles Recon- 
Single Track sions Single Track structed 
1-31-25 1925 1-31-26, 1925 
591.16 3.18 594.34 25.19 
335.33 0.64 335.97 Hie2i 
127.19 0.02 127.21 3.94 

17.45 Pr 17.45 0.21 
1,071.13 3.84 1,074.97 40.55 


spring. The motion picture, ‘The 
Magic of Transportation,’ was pro- 
duced in the summer. More than 100 
speaking engagements were filled dur- 
ing the fall and winter and a total 
audience of about 40,000 was reached 
either through addresses or the motion 
picture. The publication of Service 
News, containing Surface Lines infor- 
mation and circulating among business 
and professional men, was begun in 
March. 


Exercise of Right of Exchange 
Urged at St. Louis 


The reorganization committee of the 
United Railways, St. Louis, Mo., has 
notified holders of the St.. Louis Transit 
Company improvement twenty-year 5 
per cent gold bonds due on Oct. 1, 1924, 
and the holders of certificates of deposit 
for such bonds to exercise their right 
to exchange such bonds and certificates 
for stock in the reorganized company. 

Under the reorganization agreement 
holders of the Transit bonds are author- 
ized to subscribe for new common stock 
at $12.50 a share on the basis of ten 
shares of such new stock for each $1,000 
principal amount of the bonds now held. 
The certificate and bondholders must 
signify their intention to subscribe for 
the new stock on or before May 1. 

The new stock must be paid for as fol- 
lows: $4.50 May 1, $4 as of July 1, 1926, 
and the remaining $4 on a date to be 
fixed by the reorganization committee. 


voting power, thereby rendering it easy 
to control a company by a compara- 
tively limited amount of investment. 

The petition of the company re- 
quested the board to approve the fol- 
lowing: 


1. 4,000 shares of its 7 per cent cumula- 
tive non-voting preferred stock to be sold 
at a par of $50 per share. 

2. 2,000 shares of its class A common 
non-voting no-par stock to be sold at not 
less than $20 per share. 

38. 2,500 shares of its class B common 
voting no-par stock to be exchanged for the 
business of Healy Brothers, subject to debts 
of $76,741, as of Nov. 1, 1925, and to the 
lien of a mortgage of $9,000. 


In refusing the preferred stock issu- 
ance the board said: 


The proposed issue of 4,000 shares of 
7 per cent cumulative preferred stock does 
not provide for voting power in that class 
of stock at any time. This also is objection- 
able. Not infrequently the owners of pre- 
ferred stock share with the owners of 
common stock equal voting rights. 

When this is not the case it is a common 
and in our opinion proper method of 
financing to vest the preferred stock with 
voting power upon default in the payment 
of dividends, especially if this extends over 
more than one quarter. 

The board is not disposed to approve an 
issue of preferred stock the holders of 
which might be deprived for an indefinite 
period of dividends without any voice in 
the management of the company. .Nor is 
the objection overcome by the fact that 
the dividends on the preferred stock are 
cumulative. 


The board said that the company 
could amend its charter and file a new 
application consistent with its findings 
to which it would give consideration to 
the value of the company’s properties, 


its assets and the securities to be 
issued. 

The case may appear to be a little 
far afield for record in the ELECTRIC 
RAILWAY JOURNAL on account of the 
type of company concerned, but the 
decision is of wide economic interest 
because it is a state board ruling on a 
controversial subject that has attracted 
wide attention recently. 


Road on Long Island Suspends 


Promptly at midnight on April 5 all 
operations on the New York & Long 
Island Traction Company ceased. Cars 
that were out on the line finished their 
run at the carhouse, where they were 
put on the side tracks, the power shut 
off and 80 men automatically were out 
of jobs. 

At the same time buses in every 
section of Hempstead, where the trol- 
leys operated, began trips covering the 
same route and charging the same fare 
as did the railway. The company op- 
erated 41 miles of line. 


Preparing to Liquidate Ohio 
Traction Company 


Committees representing the com- 
mon and preferred stockholders of the 
Ohio Traction Company, Cincinnati, 
have extended the time until April 20 
for the shareholders to deposit their 
stock with the Western Bank & Trust 
Company. This action was taken in 
view of the fact that only two-thirds 
of the stock has been deposited. 

The committees originally set March 
31 as the final day for depositing the 
stocks in the plan for the distribution 
of the assets and liquidation of the 
company. The assets of the Ohio Trac- 
tion Company consist of cash and 
Liberty bonds aggregating $1,000,000, 
85,000 shares of Cincinnati Street Rail- 
way stock.and properties which include 
the Cincinnati Car Company’s plant at 
Winton Place, the Traction Building 
and Chester Park. 

One of the plans under consideration 
is the conveying of the entire assets of 
the Ohio Traction Company to the 
Cincinnati Car Company and the issu- 
ance and distribution of stock in that 
company in proportional distribution to 
the common and preferred stockholders 
of the traction company. 


Increase in Revenue in Tacoma 


The Tacoma Railway & Power Com- 
pany, Tacoma, Wash., earned in 1925 a 
revenue of $254,407, which included 
more than $100,000 later deducted for 
taxes. This amount is an increase of 
$29,352 over 1924. These figures were 
included in the annual report of the 
company submitted recently to the rate 
division of the State Department of 
Public Works at Olympia. Gross reve- 
nue was $1,301,876, while the operating 
expenses were $1,047,468. The number 
of passengers carried on the Tacoma 
Railway and its subsidiary, the Pacific 
Traction Company, totaled 24,608,652, 
a loss of more than 6,000,000 compared 
with 1924. The increase of revenue in 
the face of this loss in passengers was 
explained by the fact that operating ex- 
penses during 1925 were $217,264 less 
than in 1924. The decrease in patron- 
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age is believed to be due both to the 
rise in the price of the weekly pass and 
to the jitney service, which cut into the 
railway’s receipts, particularly on cer- 
tain lines. 


Utilities at Coral Gables Pass to 
Florida Power & Light 


The Florida Power & Light Company 
has purchased the public utilities of 
Coral Gables, and has executed a con- 
tract for the operation of the Flagler 
Street and Coral Gables rapid transit 
lines. The total consideration is $1,250,- 
000. Coincident with the announcement 
a statement was issued by J. H. Gill, 
general manager of the Florida Light 
& Power Company, in which he said 
that the time has come for the exten- 
sive expansion of the distributing 
system, both in water and electricity. 

Utilities of Coral Gables comprise at 
present the light and water facilities, 
started by the company for the resi- 
dents, while the suburb was in process 
of early development. A franchise ac- 
ceptable to the Florida Power & Light 
has been drawn up and adopted by the 
Coral Gables City Commission. It is 
announced that cars for the rapid 
transit line will be shipped from St. 
Louis this week. 

The Florida Light & Power Company 
serves cities and communities in nearly 
every section of the state. In Miami 
and Coral Gables the power company 
owns and operates the water and light 
systems, and in Miami it owns and 
operates the gas system. All of the 
car lines of this district are now under 
control of this company; also the city 
of Miami bus lines. 


Standard Gas & Electric in 
Important New Deal 


The Standard Gas &. Electric Com- 
pany has acquired control of the Stand- 
ard Power & Light Corporation, which, 
in turn, controls various utility or- 
ganizations supplying Pittsburgh and 
surrounding territory with electricity, 
gas and railway service, and approxi- 
mately three-fourths of the railway 
business in San Francisco. 

Among the companies included in the 
merger, directly or indirectly, are the 
following: United Railways Invest- 
ment Company, California Railway & 
Power Company, Market Street Rail- 
way, Pittsburgh Utilities Corporation, 
Philadelphia Company, Duquesne Light 
Company, Pittsburgh Railways and 
Equitable Gas Company. 

Majority control in all these com- 
panies is represented, except in the case 
of the Market Street Railway, where 40 
per cent of the voting control is owned. 
H. M. Byllesby & Company, investment 
bankers for the Standard Gas & Elec- 
tric Company, will shortly make offers 
to the minority stockholders of the 
United Railways Investment Company, 
California Railway & Power Company, 
Pittsburgh Utilities Corporation and 
the Philadelphia Company to exchange 
their stock for securities of the Stand- 
ard Gas & Electric Company in order 
to acquire the minority stock of these 
companies for its subsidiary, the Stand- 
ard Power & Light Corporation. 

For some time the Standard Power & 


ELECTRIC RAILWAY JOURNAL 


Light Corporation has been controlled 
jointly by Ladenburg, Thalmann & Com- 
pany, and the Standard Gas & Electric 
Company. The former firm will retain 
a substantial financial interest, and 
Moritz Rosenthal, of Ladenburg, Thal- 
mann & Company, will remain chair- 
man of the board of the Standard 
Power & Light Corporation and sub- 
sidiaries. Ladenburg, Thalmann & 
Company will continue with H. M. 
Byllesby & Company as bankers for the 
properties. 

John J. O’Brien, president of the 
Standard Gas & Electric Company, 
said: 

The management of the Philadelphia 
Company and its subsidiaries serving Pitts- 
burgh and vicinity has been excellent, 
and no changes are contemplated in the 
personnel of these organizations. A. W. 
Thompson, I am_ glad to say, will remain 
president of the Pittsburgh companies, and 
his highly efficient staff. will have the full 
support of the Byllesby Engineering & Man- 
agement Corporation. Management of the 
Market Street Railway was taken over 
some time ago. We hope, of course, with 
our large specialized organization to con- 
tinue the improvement of operating results 


for the mutual benefit of the public and 
investors. 


Plan for Reorganizing Illinois 
Road Approved 


Under a plan approved by the Inter- 
state Commerce Commission and the 
Illinois Commerce Commission title to 
the Springfield-Pekin line of the Chi- 
cago, Peoria & St. Louis Railroad will 
be taken by a new corporation known 
as the Springfield, Havana & Peoria 
Railroad. When rehabilitated, the line 
will be operated under contract by the 
Chicago & Illinois Midland Railway. 
The Springfield, Havana & Peoria Rail- 
road has 110 miles of trackage extend- 
ing from Springfield to Pekin. Elec- 
trification is now under consideration, 
according to J. F. Gilchrist, a vice- 
president of the Commonwealth Edison 
Company of Chicago, the new owner. 
Mr. Gilchrist is also president of the 
Chicago & Illinois Midland Railway. 

The financing program of the old 
Chicago, Peoria & St. Louis Railroad, 
always an unsuccessful enterprise, pro- 
vides that the Midland shall issue 
$4,600,000 of bonds and $600,000 of 
stock. Of the bonds, $2,500,000 will be 
used to refund a like amount of out- 
standing Midland bonds. Of the re- 
maining $2,100,000 of Midland bonds, 
the proceeds of $1,960,000 will be used 
to purchase $1,960,000 of the new rail- 
road’s bonds. These bonds will be 
bought at par and the proceeds put into 
the new railroad, $625,000 in cash to the 
bondholders of the Chicago, Peoria & 
St. Louis Railroad for the old right-of- 
way and the remainder for construction. 
The remaining $140,000 of Midland 
bonds and $100,000 of the Midland 
stock will go for new equipment. The 
remaining $500,000 of Midland stock 
will be exchanged for the new road’s 
$500,000 of stock, and this will be taken 
by the Commonwealth Edison Company 
on account of the new right-of-way and 
on account of working capital, organiza- 
tion expenses and the contingencies of 
railroad organization, construction and 
general rehabilitation. 

Reference has been made before in 
the ELECTRIC RAILWAY JOURNAL to the 
plans which the Insull interests have in 
mind for rehabilitating this property. 
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Representatives of Public on 
Madison Board 


Three men prominent in different 
businesses in Madison, Wis., have been 
added to the board of directors of Mad- 
ison Railways, increasing the board 
from four to seven members. Their 
election, declared Dudley Montgomery, 
vice-president, is in line with the com- 
pany’s policy to established closer ¢on- 
tact with the residents by allowing 
public representatives to participate in 
the affairs of the company. 


Hulswit Out of American 
Light & Traction 


According to the Wall Street News 
the Hulswit interest has been elim- 
inated to all intents and purposes from 
the American Light & Traction Com- 
pany. The same authority says that 
other interests in United Light & Power, 
which incidentally increased their hold- 
ings of United stock when the Hulswit 
stock was taken over in the market 
débacle of the shares, still come close to 
being the dominant factor in the affairs 
of American Light & Traction. 

As an indication of the stock holdings 
of interests in United Light & Power 
Company, of which Mr. Hulswit for- 
merly was the head, in American Light 
& Traction, four at least, and probably 
six, directors representing or having 
close connections with United Light 
were recently placed on the American 
board. At the same time that Mr. 
Hulswit resigned as a director of Amer- 
ican Light, C. S. Eaton, of Otis & Com- 
pany, which headed the syndicate taking 
over the Hulswit United stock holdings, 
John S. Brooks and W. F. Rust of the 
Koppers Coke of Chicago, Richard 
Shaddelee, now president of United 
Light; William Chamberlain and Don- 
ald MacArthur were added to the Amer- 
ican Light board. 


Mount Tom Property to Be Sold 


The directors of the Holyoke Street 
Railway, Holyoke, Mass., have been 
authorized to sell the Mount Tom prop- 
erty of the Mount Tom Railroad and the 
Mountain Park property of the Holyoke 
Street Railway. The Mount Tom prop- 
erty includes more than 500 acres, with 
the Summit House. The Mountain Park 
property comprises 350 acres, with 
theater, dance pavilion and other build- 
ings. In the event of the properties be- 
ing sold the companies will retail rights 
of way for the operation of their lines. 
In referring to the Mount Tom Railway, 
L. D. Pellissier, president of the Hol- 
yoke property, was of the opinion that 
if operated by private owners it would 
be managed better. The Mount Tom 
Railway was under lease to the Holyoke 
Street Railway for a term of years. 
Regarding the proposed sale, no actual 
party has approached the owners. Con- 
rad J. Hemond of the Holyoke Cham- 
ber of Commerce said that either the 
Holyoke Street Railway or the Mount 
Tom Railway was under an ancient 
agreement to give the state the first 
opportunity to purchase the Mount Tom 
property. The city of Holyoke wants 
the advantages offered by the mountain 
maintained, but Mayor Scanlon is very 
much opposed to the city’s buying it. ~ 
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Directorate Vacancies Filled—At a 
meeting of the directorate of the Port- 
land Electric Power Company, Portland, 
Ore., held on March 24, two new mem- 
bers were elected. E. B. MacNaughton 
was chosen to fill the vacancy left by 


|| the resignation of W. M. Ladd, and 


W. H. Lines, in charge of street railway 
operation, will take the place of the late 
F. I. Fuller. At the same meeting 
directors were empowered to change 
by-laws for future financing plans of 


_ the company. These plans include the 


“1, 1926. 


elimination of bond sales, issuance of 
preferred and common stocks, and a 
reduced par value on common stocks. 
Capital needs of the company amount 
to $6,450,000—to meet notes, finance 
operations and provide for new prop- 
erty purchases. 

Dividend Increase by American Light 
& Traction.—Directors of the American 
Light & Traction Company, New York, 


have declared an extra dividend of 2 


per cent on the common stock and also 
a regular quarterly dividend of 2 per 
cent. The quarterly dividend places the 
stock on an $8 annual dividend basis, 
an increase of $1. 


Bonds Fast Being Deposited.—Frank 
O. Wetmore announces that $2,747,000 
of Chicago City Railway first mortgage 


bonds out of a total of $33,926,000, and 


$554,000 Calumet & South Chicago 
bonds out of a total of $5,458,000 have 
been deposited with the protective com- 
mittee recently formed. 


Dividend Payments Show Success of 
Savings and Loan Plan.—The Board of 
Directors of the United Railways Sav- 


‘ings & Loan Association, St. Louis, 


Mo., have declared the 22d consecutive 
semi-annual dividend of 6 per cent pay- 
able to the members of record March 
This dividend totals $92,764, 
bringing the grand total paid to the 
members since the association formed 
up to $744,691. The body has never 
paid less than 6 per cent compounded 
semi-annually. It is composed of 
employees of the United Railways and 
its purpose is to encourage home 
ownership. It has been very success- 
ful, having placed 1,956 members in 
their own homes. It now has 5,798 
members. The association has assets 
of $3,750,000. 


Wants to Remove Tracks—The Ala- 
bama Power Company has filed a pe- 
tition with the Alabama Public Service 
Commission asking authority to take 
up its car tracks from Montgomery, 
Ala., to Pickett Springs, some distance 
out of the city. It is set out in the 


_ petition that the line no longer pays. 


It was built to serve an amusement 
park, which has since been abandoned. 


_ Taxes Abated. — The Connecticut 
State Board of Control at a meeting on 
April 1 voted to abate taxes due the 
state from the Hartford & Springfield 
Street Railway, Warehouse Point, Conn., 
to the amount of $62,336. The com- 
pany owed $73,250 in taxes from 1917 
to 1925. In that time it paid the state 
$29,418 taxes and planned to pay the 


1917 taxes amounting to $10,913. 


Illinois Right-of-Way Bought.—John 
H. Thornburn, president of the Urbana 


_ Banking Company, Urbana, IIl., has 
purchased the Kankakee & Urbana 
traction holdings, including the right- 
of-way between Urbana and Paxton, a 


distance of 26 miles, for $119,000 in 
satisfaction of a judgment on a mort- 
gage under foreclosure sale on 
March 27. He does not expect to 
operate the road himself but farmers 
are making every effort to insure con- 
tinuation of the freight service. Opera- 
tions were suspended on March 26. 

Messrs. Gates and Thompson Elected 
to New Jersey Board.—At the annual 
meeting of the Public Service Corpora- 
tion of New Jersey, Thomas S. Gates 
of Drexel & Company, Philadelphia, 
Pa., was elected a director for one year 
to fill the unexpired term of the late 
Randall Morgan, and Paul Thompson, 
a vice-president of the United Gas 
Improvement Company, was elected a 
director for three years, succeeding 
Lewis Lilly. 


New Director Elected—At the an- 
nual meeting of the Olean, Bradford & 
Salamanca Railway, held at Olean, 
N. Y., recently, W. A. Graves of Olean 
was elected a director. 


190,052,285 Passengers in Altoona.— 
The annual report of the Altoona & 
Logan Valley Electric Railway, Altoona, 
Pa., shows a total of 190,052,285 pas- 
sengers, including transfer passengers, 
earried on the traction lines, and 
834,892 passengers carried on the buses 
of the Logan Valley Bus Company dur- 
ing the year 1925. Not a fatal or seri- 
ous accident to a passenger was re- 
ported in the year. One of the largest 
items of expense was for eleven new 
cars at a cost of $196,000. Trackwork 
and paving ‘cost $123,223 and repairs 
to trolley equipment cost $85,109. 


* 
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Book Reviews 


Depreciation in Public Utilities 

By Delos F. Wilcox. National Municipal 
Review, New York. 112 pages, $2 

This is the second monograph in the 
series which is being published by the 
National Municipal League, intended so 
to present the more or less technical 
problems of local government as to be 
of value to administrators, technicians, 
and students of government. 

“Depreciation in Public Utilities” by 
Dr. Wilcox presents the relation of ac- 
crued depreciation to annual deprecia- 
tion and maintenance. He has pre- 
sented in this monograph the theory 
and application of accrued depreciation 
as particularly related to street rail- 
ways. He has shown why he thinks this 
method of treating depreciation in pub- 
lic utilities is preferable to other 
methods. To substantiate his position 
he has summarized the experience of a 
number of municipal railway systems. 


Forecasting, Planning and Budgeting 
in’ Business Management 

By Percival White, marketing counselor. 
McGraw-Hill Book Company, New York. 
267 pages, price, $2.50. 

Modern practice in business planning 
is the subject of this manual. The book 
discusses the sources of data and the 
factors in forecasting and shows how to 
apply general business statistics to in- 
dividual businesses and also to specific 
departments. It outlines practical plans 
for budgeting industrial activities and 
shows the executive how to forecast, 
schedule, plan and make his budgets on 
a scientific basis. 


Railway Track and Maintenance 


New Fourth Edition by E. E. Russell 
Tratman, associate editor Hngineering 
News-Record. McGraw-Hill Book Com- 
pany, New York. 490 pages, price $5. 

This is a reset edition of this stand- 
ard manual of maintenance-of-way and 
structures. The book includes the 
bridge, signal, telegraph, and other 
special departments, shows the relation 
of the track and its maintenance to 
railway operation, and presents their 
financial and economic aspects. Sys- 
tems of practice everywhere applicable, 
details as to equipment, material, appli- 
ances, and methods used by individual 
railways in different parts of the coun- 


try are included. In this way the book 
has been brought up to date. 


Consolidation of Railroads, Second 
Supplement, 1925 

Published by Library Bureau of Railway 
Economics January, 1926. 

This is a 22-page mimeographed com- 
pilation of the various books, pamphlets 
and newspaper comment on railroad 
consolidation. An index of authors 
is included. 


A Review of Railway Operations in 1925 


By Julius H. Parmelee, Director Bureau 
of Railway Economics. Reprinted by per- 
mission from Railway Age for Jan. 2, 1926, 
and figures revised to Feb. 10, 1926. 

Charts and tables showing the year 
1925 in the steam railway field are con- 
tained ‘in this 32-page pamphlet. A 
general summary of the results of the 
year are included: with some details on 
financial results, operating efficiency 
and railway personnel. 


Handbook of Modern Electric Railway 
Methods and Practices, 1925 

Published by American Electric Railway 
Association; 319 pages, illustrated, $2. 

Data collected by the 1925 committee 
on management and operation are con- 
tained in this book. There are twelve 
sections to cover the divisions of the 
subject treated; the number of items 
in a section being as many as 140. The 
data are collected from a number of 
sources, including the technical papers 
and contributions by railway companies. 
The items presented are not limited to 
improvements made during 1925. 

Although some of the material 
printed is in somewhat undigested form, 
the volume contains a great deal of in- 
structive information and calls atten- 
tion to many items of practices that 
have been instituted by various oper- 
ating properties. While some of the 
material presented is more suitable for 
publication in periodicals rather than 
permanent book form, it brings to- 
gether in one volumn a valuable com- 
pendium of methods and practices. Its 
preparation was the result of tireless 
effort by a large and representative 
committee, which has devoted a great 
deal of time and energy to the collection 
of the material. 


656 


ELECTRIG RAILWAY JOURNAL 


Vol. 67, No. 15 


Personal Items 


Changes in New Bedford 


Significant 


Elton S. Wilde, New President, Fills 
Post in Which Henry Crapo Scored 
Remarkable Success 


Henry H. Crapo’s retirement from 
the active executive connection with the 
Union Street Railway, New Bedford, 
Mass., referred to in the ELECTRIC 
RAILWAY JOURNAL of April 3, page 
616, accentuates recollections of the 
romantic history of his affiliation with 
this Massachusetts property, the out- 
standing development and success of 
which have been accredited to his 
splendid management. It is one of the 
few electric railways in the East that 
has continued uninterruptedly to oper- 


parison of the 18.35 miles of trackage 
in 1894 with the 60.57 miles it has now. 
This expansion involved a similar en- 
largement of the capital investment, 
which grew from $882,648 in 1894 to 
$5,035,084 in 1926. The increasing 
service it has been called upon to per- 
form is shown by comparing the 4,370,- 
355 passengers carried in 1894 with the 
27,197,275 transported on the company’s 
vehicles during 1925. In 1894, the total 
number of car-miles run by the com- 
pany was 667,746, while in 1925 the 
tremendous total of 3,322,318 was piled 
up. One of the first big developments 
undertaken by the company after Mr. 
Crapo took charge was the double- 
tracking of the Purchase Street line, 
which at first was a.single-track affair 
with turnouts. This was done in 1898. 
In 1901 the tracks of the Union Street 


been identified with the company almost 
as long as his predecessor. It was in 
1897 that he became identified with the 
Union Street Railway. He had been 
employed as office boy in the law office 
of Crapo, Clifford & Clifford, where he 
absorbed much knowledge of general 
business methods. After becoming 
affiliated with the Union Street Railway 
he served in various capacities, acquir- 
ing a comprehensive knowledge of the 
railway business. On Nov. 27, 1901, 
he was elected by the stockholders as 
treasurer of the company. He con- 
tinued in this office until Jan. 16, 1908, 
when on the retirement of Edward E. 
Potter he became general manager of 
the company. He was elected a direc- 
tor of the company on Jan. 16, 1913, 
and also its vice-president. He con- 
tinued in this capacity until March 26, 
1926, when on the retirement of Henry 
H. Crapo he was elected president of 
the company. 

It has been said of Mr. Wilde’s suc- 
cess as a street railway man, that he 
always regarded his work as being of 


H. H. Crapo 


N 


E. 8S. Wilde 


E, F. Nicholson 


ate with the nickel as a unit, and it is 
often cited in legislative and in financial 
circles as an example of what can be 
done in the successful conduct of a 
railway property. 


PRESIDENT SINCE 1894 


Back in November, 1894, when the 
lines of the Union Street Railway had 
been electrified and the old horse-drawn 
cars eliminated, Mr. Crapo was elected 
president of the corporation. At that 
time, however, there was no suggestion 
of his taking active management. Some 
say that it was a caprice of young 
Henry working in the famous law firm 
of Crapo, Clifford & Clifford to have 
his fling at engineering a railway and 
that his father, the late William Crapo, 
acceded to his wishes. Others claim 
young Crapo’s connection with the rail- 
way was directly attributable to a plan 
of H. H. Rogers, interested in the car 
service afforded to the town of Fair- 
haven. Mr. Rogers suggested that he 
and the late William Crapo should pur- 
chase a block of the railway stock and 
give active control of the railway to 
Henry Crapo. Whatever the origin of 
the idea, the destiny of the road has 
been in Henry Crapo’s hands ever since. 

The growth of the company under 
his management is indicated by com- 


Railway were extended to meet the 
New Bedford and Onset line, and this 
company came under the same manage- 
ment. Mr. Crapo was largely respon- 
sible also for the artistic development 
of Fort Phoenix, and the buildings and 
layout of the- grounds there are chiefly 
the result of his planning. 

Mr. Crapo was graduated from the 
Harvard Law School. He was con- 
sidered an authority on street railway 
law, especially that prevailing in 
Massachusetts. His counsel on such 
matters was sought throughout New 
England, since it was known that he 
had made a special study of the sub- 
ject. It was during his term of service 
as president of the Union Street Rail- 
way that the railway laws of the state 
were codified under the supervision of 
William W. Crapo, his father, and he 
had unusual opportunity for gaining 
first-hand knowledge of the subject both 
as an operator of a railway and from 
the legal standpoint. Mr. Crapo was 
associated with several local manufac- 
turing and industrial establishments, 
and was also a director in several banks 
and was always interested in numerous 
charities. Although he declined re- 
election as president of the railway, 
Mr. Crapo will continue a director. 

His successor, Elton S. Wilde, has 


absorbing interest. 
alert to understand the broader aspects 
of the general business and the needs 
of the community. With these qualifi- 
cations he has been in great demand 
by civic organizations and by other 
railways. In 1913 he served as presi- 
dent of the New England Street Rail- 
way Club, and has served on several 
A.E.R.A. committees. He is a past- 
president of the Board of Trade and 
Rotary Club. Mr. Wilde was born in 
Fairhaven, Mass., in 1879. 


VICE-PRESIDENT A 25-YEAR MAN 


Edward F. Nicholson, the new vice- — 


president, who will continue to hold the 
position of treasurer, entered the em- 
ploy of the company in 1900 as a book- 
keeper. Shortly after this the New 
Bedford & Onset Street Railway estab- 
lished its electric express service be- 
tween New Bedford and Onset, and Mr. 
Nicholson was selected as manager of 
this department. Later the express 
service was extended to Fall River and 
still later to Providence with Mr. 
Nicholson in complete charge. iIn 1908 
he was elected treasurer of the com- 
pany to succeed Elton S. Wilde. 
he was elected a director in the com- 
pany. He continued in this capacity 
until last month when he was elected 


He was always — 
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vice-president and _ treasurer. Mr. 
Nicholson has worked diligently, un- 
aware of how many hours constituted a 
day’s work. He was educated in the 
New Bedford schools. 

Ernest Baines, the new assistant 
treasurer of the railway, entered the 
company’s employ in 1917. He worked 


‘in various capacities in the accounting 


department until March 1, 1920, when 
he became Mr. Wilde’s private clerk. 
He, too, was appointed on March 26 
of the present year. Mr. Baines was 
born in New Bedford. 


Changes in Title in Portland 


O. B. Coldwell, vice-president of the 
Portland Electric Power Company, 
Portland, Ore., has announced three 
changes in title in his organization. 

C. P. Osborne, formerly superin- 
tendent, is now general superintendent. 

R. R. Robley, recently operating 
engineer, is now superintendent. 

C. P. Dunn, electrical engineer, has 
been titled chief engineer of the light 
and power department and will have 
supervision henceforth over designing 
engineers, electric draftsmen, structural 
draftsmen, map draftsmen, valuation 
engineer, engineers assigned to con- 
struction, testing engineer, right-of- 
way engineer and assistant engineers. 


G. F. Hardy and J. W. Hungate 
Advanced by Inland Empire 


Following the appointment of W. P. 
Johnston as operating head of the In- 
land Empire system at Spokane, Wash., 
succeeding the late Waldo G. Paine, 
other changes in the personnel were 
announced. George F. Hardy, travel- 


‘ing freight and passenger agent, has 


been made assistant general freight and 
passenger agent, and J. W. Hungate 
is the new superintendent of the op- 
erating and electrical departments, 
replacing J. F. Gannaway, a veteran 
employee, who has been granted an 
indefinite leave of absence due to illness. 


A. W. Whiteford assistant train- 
master for the Denver & Interurban 
Railroad (Kite Route), Denver, Col., 
has been named passenger agent, fill- 
ing the vacancy caused by the death 
of Charles W. Richards. Mr. Whiteford 
has been connected with the Colorado 
& Southern Railroad, owners of the 
Kite route, since 1894 and has been 
with the “Kite” since its organization. 
He will continue to serve as assistant 


- trainmaster. 


George L. Burgain, a motorman on 
the Jefferson Avenue line of the Inter- 
national Railway, Buffalo, has been 
elected a member of the board of direc- 
tors of the company to represent the 
Employees’ Co-operative Association, of 


_ which he is president. Mr. Burgain has 


been in the employ of the company four 
years. He succeeds J. E. Deaton, on the 
board of directors of the company. 


W. H. Munro has been appointed 
manager of the Nova Scotia Tramways 
& Power Company, Ltd., of Halifax, 
N.S. He was formerly sales manager 
of the Canadian Vickers, Ltd., of Mon- 


 treal. ; 


William H. Dougherty, for 37 years 
an employee of the Williamsport Pas- 
senger Railway, Williamsport, Pa., re- 
signed recently. For the past 26 years 
Mr. Dougherty served as dispatcher. 


F. J. Stevens is master mechanic of 
the coach division of the Miami Beach 
Railway, Miami, Fla. The company 
has recently entered the bus field in a 
large way. Mr. Stevens was formerly 
connected with the service department 
of the Fageol Company at Kent, Ohio. 
Before that he was master mechanic on 
several electric railways in New York, 
New Jersey, Indiana and Pennsylvania. 


Truman E. Curtiss, superintendent of 
transportation for the Chicago, Aurora 
& Elgin Railroad, third-rail line, has 
resigned to enter the real estate busi- 
ness. He has been a resident of 
Wheaton, Ill., since 1920. Before that 
time he was superintendent of the local 
Wheaton system. 


Burt: Fleeger has resigned as treas- 
urer, sales manager and a director of 
the Sivyer Steel Casting Company, Mil- 
waukee, Wis., to become associated 
with the Oklahoma Steel Castings Com- 
pany, Tulsa, Okla., as vice-president. 


Obituary 


Edward F. Schneider 


Edward F. Schneider, known as the 
father of the “Safety First’? movement, 
died on March 381 in Cleveland. He was 
formerly general manager and one of 
the organizers of the Cleveland & 
Southwestern Railway, Cleveland, Ohio. 
Previous to assuming that position in 
1911, he was for thirteen years sales- 
man with the Benton Hall Company, 
wholesale druggists. 

Mr. Schneider gained nation-wide 
prominence in his indefatigable efforts 
to make the safety movement a per- 
manent one. He contributed several ar- 
ticles to the ELECTRIC RAILWAY JOURNAL 
on this subject. In one of these 
he said that there arose the ques- 
tion of whether the magic words 
“safety first” had not spent their force 
and lost their effectiveness. He him- 
self preferred to refer to the work as 
the “prevention of accidents” rather 
than the “safety first movement.” He 
said that though we heard and saw 
employees and public refer to safety 
first signs in a jocular way—saw safety 
pins and cards mis-used in adver- 
tising stunts and saw the slogan used 
by bank and trust companies and many 
manufacturing businesses, he was of 
the opinion that accidents could be pre- 
vented only by using moral suasion and 
developing a proper spirit in the em- 
ployee. He said the plan should be to 
educate employees along the lines of 
their duty toward themselves, their fel- 
low-men, and their companies and reach 
the public through the schools. Then 
he believed satisfactory results were 
sure to follow. 

Mr. Schneider was born in 1862 in 
Toledo. He attended the Baldwin-Wal- 
lace College, Berea, and the Philadel- 
phia School of Pharmacy. 


Clarence Price 


Clarence Price, formerly vice-presi- 
dent and a director of the American 
Car & Foundry Company, died on April 
2 at his residence in New York, at 
the age of 68, after a two months ill- 
ness, 

Mr. Price entered the railroad busi- 
ness as purchasing agent of the Chicago 
& Alton and soon won the high regard 
of President Felton, who made Mr. 
Price his confidential aid. He left Chi- 
cago in 1908, when he was made vice- 
president of the American Car & 
Foundry Company. Thereafter he 
made his home in this city, devoting 
his main energies to the affairs of this 
company until his retirement from ac- 
tive business a few years ago. He then 
relinquished all his directorships, 
including that of the New Haven Rail- 
road, 

Mr. Price was reared in Cincinnati. 
He was graduated from Princeton in 
1885. 


R. A. Smithson 


R. A. Smithson, Leeds, England, died 
on March 25. _Mr. Smithson was a 
member of Leeds City Council for more 
than 30 years. When the municipal 
tramways committee was formed in 
1898, Mr. Smithson was appointed its 
chairman, and ever since, with excep- 
tion of two years, he held the post of 
chairman or deputy-chairman. During 
his tenure the system was extended 
greatly and it became one of the larg- 
est and most successful tramway under- 
takings of its kind in Britain. Mr. 
Smithson was prominently associated 
both with the Municipal Tramway As- 
sociation and the Tramways and Light 
Railways Association. As he was by 
profession an accountant his services 
were of great value, especially on the 
financial side of tramway industry. Mr. 
Smithson was 65 years of age. 

James Edward Etchells, a director of 
the Biddeford & Saco Railroad, Bidde- 
ford, Me., died in Biddeford on 
March 26. 

Charles Y. Hogberg, for more than 
80 years connected with the Brooklyn 
Rapid Transit Company and the Brook- 
lyn-Manhattan Transit System, died on 
March 23 at his home in Brooklyn. 
Mr. Hogberg in recent years has served 
as superintendent of the East New 
York Division. He was 57 years old. 

Perry Fankboner, veteran employee 
of the Springfield Traction Company, 
Springfield, Mo., died recently. In 1886 
he entered the employ of the Spring- 
field Traction Company as a driver on 
a mule car. In 1894 when the mule 
ears were replaced by the trolley, he 
was promoted to the position of train 
master. For many years he held this 
title and was actively in charge of 
routing of all cars, schedules and other 
matters pertaining to movement of cars. 

Col. John L, Wisdom, organizer and 
first president of the Jackson Suburban 
Street Railway, now the Jackson Rail- 
way & Light Company, Jackson, Tenn., 
died recently. Mr. Wisdom’s first work 
was that of contractor, having superin- 
tended the construction of the eastern 
section of the old Tennessee Midland 
Railroad. He was 75 years old. 
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G. A. Barnes Assumes New Office 
with Galena 


George A. Barnes was elected vice- 
president of the Galena Signal Oil 
Company at a meeting of the board of 
directors held at Franklin, Pa., on April 
1. Several changes in the board were 
also made at this meeting. William P. 
Westcott and J. C. Tipton, New York, 
resigned as directors, and C. W. 
Hochette, New York, and John C. 
O’Connor, Franklin, were elected. Mr. 
Westcott retired from active service, 
but Mr. Tipton will continue as export 
manager. Mr. Westcot resigned also 
as vice-president and treasurer, the 
former office to be filled by Mr. Barnes, 
while Mr. Hochette becomes treasurer. 
The vacancy created by the resignation 
of Leon E. Stull as assistant treasurer 
was filled by the election of J. French 
Miller to that office in addition to his 
duties as secretary. 

The appointment of J. E. Linahan, 
vice-president, to head the sales and 
service department, was announced. 
Hereafter the sales department will be 
located in Franklin. C. A. Miller was 
appointed manager of the purchasing 
department to succeed Ralph P. Byles, 
Oil City, resigned. 


Hope for Electric Operation of 
I. C. Terminal by July 1 


. Work on the Chicago terminal elec- 
trification of the Illinois Central Rail- 
road is being carried on at top speed. 
In addition to extensive rearrange- 
ments of existing track and construc- 
tion of additional roadbeds, enormous 
strides have been made in the work of 
electrification proper. For-the cate- 
nary supports concrete foundations have 
been placed, 80 per cent of the steel 
structures erected and the overhead 
conductors placed on the South Chicago 
branch and for about half the distance 
on the main line. An extraordinary 
effort is being made to initiate elec- 
trical operation on July 1, 1926. 


Stretches 


Substations, which will energize the 
various electrified lines, are all in proc- 
ess of erection. Some of them have 
progressed sufficiently for installation 
of electrical equipment. These substa- 
tions will be owned and operated by 
the Commonwealth Edison Company, 
which will deliver traction current at 
1,500 volts and miscellaneous light 
and power supply at 4,000 and 2,300 
volts. 

Complete information on the tech- 
nical operating features of the Chicago 
terminal improvement was given in 
the issues of the Erectric RAILWAY 
JOURNAL for Aug. 22 and Sept. 5, 
1925. Introduction of electric traction 


by the Illinois Central comes as one 
phase of an agreement reached by the 
city, the railroad and the South Park 
Commission, in 1919. Under the terms 
of the agreement, the company was to 
put electric operation into effect as 
follows: Entire suburban service by 
Feb. 20, 1927; freight service north 
and south of Roosevelt Road by Feb. 
20, 1930, and 1985 respectively; all 
through passenger service by Feb. -20, 
1940, provided that a given percentage 
of the railroad using the Lake front 
passenger terminal is operating elec- 
trically at that time. 

Initial electrification for surburban 
service includes two parallel tracks on 
the main line and one or two. tracks 
on branches with approximately 110 
track miles along 387 miles of route. 
Ultimately there will be 417 miles of 
track, including the yards and sidings, 
and it is necessary to anticipate as 
many as fifteen main line tracks in 
some sections. Electrification work is 
being carried on under contract by the 
Pierce Electric Company. 


Equipment Trust Terms at Detroit 


Car and Bus Manufacturers Outline Conditions for Purchasers 
Made by Deferred Payments—Some Interesting Facts 
Regarding the Terms of Sale Proposed 


NTEREST in the bids submitted to 

supply 125 street cars and 125 double- 
deck buses to Detroit for use on the 
Municipal Railway at a probable cost 
of more than $3,500,000 for both lots 
of equipment goes beyond the matter 
of prices quoted by the various bidders. 
To other railways much of that interest 
lies in the terms under which both 
types of equipment may be purchased 
on the deferred-payment plan. Weeks 
ago no secret was made of the fact 
that the city might desire to resort to 


financing of this kind, but at the time 


the bids were opened William M. 
Hauser, auditor of the system, em- 
phasized the fact that the city did not 
have “a dime” in the treasury for such 
purposes. 

That, however, did not deter the city 
from going into the market for addi- 
tional equipment, due to the fact that 
both the car and the bus manufacturers 
themselves are prepared to aid in the 
financing of the purchase. 
because it is the city that is making the 
purchase, but because the manufac- 


OO 


af 


That is not’ 


turers are willing to co-operate in such 
matters in the case of responsible 
operators. Not all the bus manufac- 
turers who quoted prices made it plain 
that they were prepared to proceed on 
the deferred-payment plan, but even in 


the case of those that did not formally: 


do so, the impression was conveyed that 
such terms could be arranged. In due 
course the names of the successful 
bidders for both the cars and the buses 
will be announced, but just at this time 
the subject of terms is the considera- 
tion which is paramount. 

The lowest bus bidder, both for cash 
and for payments, did not allow for as 
long a period in which to pay as did 
one of the other bidders. Another 
bidder did not offer any financial plan, 
while still another did not offer an 
extensive financing plan. 

A bid of $13,360, with tires, as a 
cash proposition and of $13,860, gov- 
ernment tax included, on a two-year 
payment plan was one of the proposals. 
Under this bid at the end of two years 
the city would own the buses outright 


at 


aonhiaot 


of the Illinois Central Which Show the Catenary Suspension 


: 


‘ 


April 10, 1926 


at an average cost of $14,725.25. This 
means an additional cost to the city of 
$866.25. per bus for buying on the pay- 


'ment plan. 


Another bidder offered the buses at 
$14,136, with tires and tax included, 
and provided for payment over a 


_period of 96 months at monthly pay- 


ments of $190 per bus. Under this 
plan the city would have longer to pay 
for the equipment, and the additional 
carrying charges would be approxi- 
mately $3,500. This would make the 
ultimate cost to the city at the end of 
eight years, at which time the buses 
would be owned outright by the D.S.R. 


‘about $17,500. 


CAR PRICES VARY SLIGHTLY 


Car prices, it appears, ranged from a 
low of $17,425 to a high of $17,792. 
These are said to be about $4,000 
greater than the city paid for similar 
equipment two years ago, but the dif- 
ference is attributed to refinements in 
appointments such as linoleum floors, 
special upholstered seats, etc. Each 
bidder was asked to bid on 125 Peter 
Witts and on cars of the bidder’s own 
design of the same carrying capacity 
as the Peter Witts, and also to state 
prices cash and on a seven or ten-year 
payment plan. 

The lowest bidder suggested a seven- 
year payment plan with 84 monthly 
payments, at $263.27 a month for each 
ear. Like the other bidders, this com- 
pany did not include any ten-year pay- 
ment plan. For a light-weight car of 
its own design the company offered to 


build 50 cars at $15,886 a car cash or 
$235 a month a car over a, period of 


seven years. 

Another company, one that bid on 50 
Peter Witts, asked $17,792 a car cash 
or $263.27 a month a car for 84 months. 
On 50 cars of its own design it asked 
$16,350 a car cash or $241.91 a car a 
month for 84 months. Still another 
company offered 150 to 300 Peter Witts 
at $17,500 a piece. For 125 to 300 of 
its own make it asked $16,000 apiece. 
On the time-payment plan it asked 
$258.93 a month a car for Peter Witts, 
or $263.75 apiece for its own make. 
From 100 to 300 Peter Witts were 
offered at $17,500 cash apiece, and 125 
of the company’s own design at $15,987 
eash apiece. On the time payment 
basis this manufacturer asked $236.42 
a car a month for its own make, with 
an alternative of cars with additional 
equipment at $259.92 a car a month. 
For Peter Witts it asked $258.93 a car 
a month. In the case of another bidder 
50 Peter Witts were offered at $17,675 
cash apiece or $261.52 a month for 
eighty-four months. For 50 cars of its 
own make this company asked $16,266 
cash apiece or $240.68 apiece a month 
over seven years. 


No Bins ON PETER WITTS BY 
ONE BUILDER 


. There was one manufacturer that did 
not bid on Peter Witts but offered 125 
of its own make at $16,000 apiece cash 
or $287 a month apiece for seven 
years. It offered the same car with 
additional equipment at $16,050 and 


$17,000 apiece cash, with correspond- 


ing increase in the monthly payments. 
It also offered an alternative time-pay- 
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Youngstown Gets Thirteen New Cars 


816" Extreme- 


aecbeceesci 43'Over BUSTYIETS 30-2 oor on ove ane 


Clear opening 


>| 


Exterior and Floor Plan of New Youngstown Cars 


Delivery has recently been made of 
thirteen de luxe street cars built by the 
G. C. Kuhlman Car Company for the 
Youngstown Municipal Railway, 
Youngstown, Ohio. They are one-man, 
two-man double-end safety cars with a 


seating capacity of 44. Specifications 

follow: 

Weight: 
CINCY earn teMaics ss. sp os ees > 16,060 1b. 
AME SY Mich ic tae 9,280 Ib. 
SBICUN TO IMIOMUMMe ieee: ale cc kes eee 6,780 lb 
COU be aA oe ee 32,120 Ib 
Bolster centers, length......... 0 ft. 4in 
UCD EUW NOVEM teincele ss oe ec oi 43 ft. 0 in 
Truck wheelbase ............. 4 ft. 10 in 
Width (OVER AU crccis ae see eae 8 ft. 6 in. 
Height, rail to trolley base...... 10: ft. 6°in 
OV ere inl Cee ssp Mice aie sia 0 en's 0. Steel frame 
DOUCET ogy ine Als a Mahogany 
ie leyyoblbenbeyee 4A G52 Oe eee Agasote 
ED OC PR eR ys CU ree ee i'e's! alain! dha: a laictole Arch 
Air brakes..... Westinghouse & General 
Electric 


EVN) 1) Co iy ge an Channel, 5-in. 
Car signaliey stemiiyerers:s! 40 0.0 eye nacye aes Faraday 
Center and side bearings............ Brill 
WOMPESSOMS erste she's swlathlecane a CP 27-B 
GOTMETON Meier atts is fo eeenteae «Srey ces ae bua K35-KK 
Destination) SlENS: chaicuqorsc c's 38 ee eos Hunter 
Door operating mechanism ..... National 

Pneumatic 
LANOMDOKESGis cialthrersiole wdaialets oo, os Cleveland 
WEOMGLONS 20 hershctan pe ao ter cick Suaiete « elelene tere fe Eclipse 
EVITLIGIG Seierchausvenelel siohere etter ecole seheraince Lacquer 


Hand brakes..Brill with Peacock Improved 
Heater equipment......... Railway Utility 


Meadlights' 2 tcc. sige ts Ss bs os Golden Glow 
DOULA DOXESN: 6) 5-0/5) 0)'cnc-0i 01s atareionele aiereae -Brill 
Lightning arrester..... Westinghouse KK-3 
Motors...Westinghouse 508-A, inside hung 
Sanders. 6.80 os Nichols-Lintern No, 105 
‘Sash fixtures: ...... su Curtain Supply Co. 
Seals ntirnes an gaitenverssecccusta ataiemnstsbe cuelatere Brill 
SCatiINne SMALEKIAT sielesare cs) vcs tsiel© oustenace Leather 
STE MeV OS MH crstafenal stare ofenonetanereratecatenere sie a Kass 
ErOUCY. CACCHEYS: tic, ccherasceiclereie els Ohio Brass 
Trolley’ DAseu tetas cone sheeatebeneea Ohio Brass 
VATU CHES Pas Meer atatiarsl etavePste seat abe raletete Brill 177-E1 
Wientilators) oi icicns\ shores one en enal ons Nichols-Lintern 
WHO TSE arerert arena ats sas ask an ateter comnts ater g 26-in, 


ments, decreasing from $492 to $169 
a month. 

As has been indicated before, these 
offers are significant in that they fur- 
nish a criterion of the willingness of 
the makers of both cars and buses to fit 
their selling plans to the needs of the 
responsible buyer. 


H. A. Hegeman Succeeds 
C. C. Castle 


Harold A. Hegeman was elected first 
vice-president and treasurer of the 
National Railway Appliance Company, 
New York, N. Y., at a meeting of the 
board of directors held on April 1. He 
thus takes the office left vacant by 
Charles C.. Castle when the latter 
resigned to go with the American Car 
& Foundry Motors Corporation. B. A. 
Hegeman continues as president of the 
company, while W. C. Peters has been 
named vice-president in charge of 


ment plan with graduated monthly pay- engineering and sales. 


W. A. Bates Forms New Company 


Manufacture of a new design of steel 
poles, towers, substations and other 
steel fabrications and specialties will 
be undertaken about June 1 by the 
Walter Bates Steel Corporation, just 
organized by Walter A. Bates, formerly 
vice-president of the Bates Expanded 
Steel Truss Company. A fabricating 
shop and a special department for the 
manufacture of poles and other special- 
ties are located on East Fifth Avenue, 
Gary, Ind. There is no association 
between the Bates Expanded Steel 
Truss Company and the Walter Bates 
Steel Corporation. 


Wellman-Seaver-Morgan Engines 
Now Built at Orrville 


Purchase of the motor division of the 
Wellman - Seaver - Morgan. Company, 
Cleveland, Ohio, was consummated on 
Jan. 1, 1926, by the Sanderson-Cyclone 
Drill Company, Orrville, Ohio. In the 
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agreement covering this purchase, all 
drawings and patterns, special machin- 
ery, tools and jigs, inventory and good 
will of W-S-M engines were transferred 
to the Sanderson-Cyclone Drill Com- 
pany, and all physical property has now 
been moved to the new factory in Orr- 
ville. Practically all former heads of 
the engineering and manufacturing de- 
partments of the motor division of the 
Wellman-Seaver-Morgan Company have 
continued with the company under the 
new production arrangement. 


Metal, Coal and Material Prices 


Metals—New York April 6, 1926 
Copper, electrolytic, cents perlb.......... 14.00 
Copper, wire base, cents per lb............ 16.25 
reese Conta Perlis: die div cleans ti sca eles 8.20 
‘tin Cente Der ID. Ves culesie's Howe siasretiee 7.51 

n, Straits, cents perlb........ceeceeece 63.50 


piisuieces Coal, f.o.b. Mines 
Smokeless mine run, f.o.b, vessel, Hampton 


Roads; 270s tons viee tau cette $4.175 
Somerset mine run, Boston, net tons....... 2.00 
Pittsburgh mine run, Pittsburgh, net tons.. 1.95 
Franklin, Ill., screenings, Chicago, net tons 1.875 
Central, Ill.. screenings, Chicago, net tons 1.325 
Kansas screenings, Kansas City, nettons.. 2.50 


Materials 
Sour wire, N. Y., No. 14, per 
t 


6. 
Weatherproof wire base, N.Y., cents perlb. 18. 
Cement, Chicago, net prices, ‘without bags 2.10 
Linseed oil (5-bbl. lots), N.Y., cents per lb. 10. 
tile aa lead in oil (100-Ib. =e. N. Y., cents a 

1 


Been eee seo eereseescecosersescose 


Rolling Stock 


Georgia Railway & Power Company, 
Atlanta, Ga., in March ordered 60 
double-truck double-end safety cars 
from the Cincinnati Car Company. 
These new units are mounted on Brill 
177 E-1 trucks and have a seating ca- 
pacity of 48. Delivery is expected in 
September, 1926. Specifications follow: 


Wrelehtieayih cries csintess sac aieterlere nites 37,000 Ib. 
Lene theover val ain utes terse. neicio state 46 ft. 4 in. 
Wridthioverallinys aca eve slays ate whalocets 8 ft.)3 in 
Height, rail to trolley base....11 ft. 8 in 
Unterions trina % sas. cicieterma aha oceans Cherry 
HGadinin eS ike Sie sisseeeece Agasote 3 in 
IROOL sie aidia esr revels era aeeenchaasie oh geen Monitor 
AIT DVAKES iy i oth ucts eieiate Safety car devices 
ARIES othe e .-Cambria hammered steel 
BUPODEPS |: es siw esse diese oe Pressed steel 
Car trimmings. a hetereretne Bronze oxidized 
Compressor si5's (ee ce einetcee one WH DH-16 
Control 


K-35JJLB4—DB9 and 7A line breaker 
Bearings 
Stuki side—Brill oil retaining center 
Curtain fixtures.Curtain Supply—Rexrollers 
Curtain material 
Pantasote No. 86 grain morocco 
Destination signs...... Keystone and L. R. 
Door operating mechanism 
National pneumatic 
WENGENS ska cce vol calsiaisiatiet- Mere Oe HB 
Gears and pinions..... General Electric— 
tool steel long and short addendum 
Hands brakes: Suheukiecnt Peacock staffless 
Heater equipment 
Consolidated panel type No. 321 
Headlights: ......... One-half Crouse-Hinds, 
one-half Golden Flow 
DOUPNALIDORES: Ss. cwstorasets Brill 3% in. x 7 in. 
Lightning arresters 
Aluminum cell-three-cell type 


WMiOtoOrsivesis cnt GE 265A-35-HP. quadruple 
Paiint™ Liiewiewe elactecet atte oan Enamel 
Registers...) ss epvenessrasie eetekerneticte Ohmer 
DANGers |. ewe oases ee selere ere biniees OB Form 1 
Sash isturess.4. bce seatee Dayton No. 300 
DEALS ty aaistsetene cs Hale & Kilburn AWO 400 


Seating material 
, Cane springless, insert panel 
Slack. adjuster'./.u.4. \.) ae American H-1 


SPINES: » oocccn ae ee ale ON OE De ae Brill 
Stepitreads: |./'...11< sce cere ees Aluminum 
Trolley icatechersisis ic. secctee siete RO OB 13141 
TrOUMEeYADaSE \.5. ss wesiviec cies eee OB Form 4 
TUCKER Ts o"0 ab, sloieceietctolanete eins Brill 177-E-1 


Ventilators 

WH COLS Ui ene)< sc Yeka dais areas Roane 

Special devices, etc. 
Treadle devices and brake lock 


Apr rea 7k A Monitor deck sash 
26 in. diameter 
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Chicago, South Bend & Northern In- 
diana Railway, South Bend, Ind.,, has 
purchased five 21-passenger street car 
type Studebaker buses to be used in 
extending service into sections not here- 
tofore enjoying regular transportation. 

Potomac Edison Company, Cumber- 
land, Md., has ordered twoe25-ft. 9-in. 
closed cars from the J. G. Brill Com- 
pany, Philadelphia, Pa. The new units 
will be mounted on Brill 177-E1 trucks. 


Connecticut Company, New Haven, 
Conn., has placed an order with the 
Mason Manufacturing Company, Spring- 
field, Mass., for a crane car. 

Steubenville, East Liverpool & Beaver 
Valley Traction Company, East Liver- 
pool, Ohio, has just placed an order 
with the G. G. Kuhlman Car Company, 
Cleveland, Ohio, for eight light-weight 
interurban cars. 

Tennessee Electric Power Company, 
Chattanooga, Tenn., has appropriated 
$160,000 for the purchase of ten new 
street cars and for rebuilding and re- 
pairing its present rolling stock during 
1926. 


Track and Line 


North Carolina Public Service Com- 
pany, Greensboro, N. C., has started the 
work of hard-surfacing the area be- 
tween the car tracks on North Elm 
Street from the old city limits to Irving 
Park. It is estimated roughly the work 
will cost about $3,000. The distance is 
about two-thirds of a mile. : 

Wilmington & Philadelphia Traction 
Company, Wilmington, Del., is planning 
to spend approximately $80,000 in im- 
provements to the streets of the city of 
New Castle over which the trolley line 
extends. One carload of 600 ties has 
arrived and several others are expected 
within a short time. When the pro- 
posed work is completed the rails 
throughout the city will have been 
entirely replaced. 

Kanawha Traction & Electric Com- 
pany, Fairmont, W. Va., will apply to 
the Wood County Court on April 10 for 
permission to construct an extension 
of 3,200 ft. in Parkersburg. 


Puget Sound Power & Light Com- 
pany, Seattle, Wash., will spend $4,000,- 
000 for service, extensions and im- 
provements of service in the Olympic 
Peninsula, an increase in the capacity 
of the Baker River hydro-electric plant, 
and construction of a $400,000 interur- 
ban and stage station in Seattle are 
planned. 


Tennessee Electric Power Company, 
Chattanooga, Tenn., expects to spend in 
excess of $196,000 in rebuilding tracks 
on the Chattanooga System. The pro- 
gram of rehabilitation includes sections 
of the Oglethorpe, Rossville, Oak Street, 
Mission Ridge, North Market and Al- 
ton Park Division, as well as the Boice 
Division, with the proposed viaduct 
over the tracks of the Southern Railway 
on East Third Street. 

Berkshire Street Railway, Pittsfield, 
Mass, has been authorized by the Pitts- 
field Board of Aldermen to install a 
double track at North and South streets, 
opposite Park Square and to relocate 
the crossovers at North and Wahconah 
streets. 
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Trade Notes 


Uehling Instrument Company, Pater- 
son, N. J., announces the appointment 
of W. B. McBurney, 619 Trust Company 
of Georgia Building, Atlanta, Ga., as 
representative for Georgia and eastern ~ 
Tennessee, in connection with Apex CO, 
recorders and indicators, fuel waste 
meters and combined barometer and 
vacuum recorders. 


Irvington Varnish & Insulator Com- 
pany, Irvington, N. J., announces that 
in spite of the losses suffered in a recent 
fire in its plant, little or no delay will — 
be caused in delivery schedules. The 
fireproof qualities of the plant thor- 
oughly proved themselves during the 
recent conflagration, as loss to equip- 
ment was avoided and with the speedy 
repair of the electrical and steam con- 
nections and the cleaning up of the 
water the company will be in a position 
to resume its regular schedule in 
manufacturing operations. 

Waugh Equipment Company, Chi- 
cago, Ill., announces the purchase of 
the Gould Coupler Company’s friction — 
draft gear and passenger buffer and 
platform business. The Waugh com- 
pany will manufacture and distribute 
a complete line of Gould high-absorp- 
tion friction draft gears and in addition 
will continue to produce its present line 
of high and low capacity plate spring 
friction gears and buffers. A. J. Piz- 
zini, president of the Waugh Equip- 
ment Company, is also president of the 
Railway Improvement Company, New 
York. The Waugh company’s devices 
are extensively used in the heavy elec- 
tric traction field and on multiple-unit 
equipment. 

Six Wheel Company, Philadelphia, 
Pa., makers of the Safeway Six- 
Wheeler, announce that on and after 
May 1, 1926, balloon tires will be 
standard equipment on the Safeway — 
Six Wheel Coach. This is the sixth. 
important improvement which the com- 
pany says it has been the first to adopt. 


New Advertising Literature 


J. G. Brill Company, Philadelphia, Pa., 
has issued leafiets No. 300 and 301 covy- 
ering the Kuhlman intercity and type 
“K” city coaches. Principal specifica- 
tions of these two types of buses are — 
given as well as a number of photo- 
graphs. 

Charles Engelhard, Inc., New York, 
N. Y., has issued a leaflet describing 
its type S recorder for automatic tem- 
perature observations. Instruments 
ranging in capacity from a single con- 
tinuous record to six continuous records 
of various colors are available. A list 
of standard chart ranges giving cali- 
brations for use with thermocouples, 
electric thermometers and other record- 
ing mediums is included in the leaflet. 


Pittsburgh Transformer Company, 
Pittsburgh, Pa., has issued Bulletin No. 
2058, entitled, “Some Advantages of 
Pittsburgh Polyphase Distribution 
Transformers.” Various. data on the 
operating characteristics of polyphase 
transformers and comparative cost of 
polyphase and single-phase ian 


ers are included. 


Have you received your copy of 


Catalog No. 284? 
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Keeping Pace with 
Modern Cars 


Brill Car Seat No. 201-B 


This is the type of seat 
which helps along the 
present-day program to 
stimulate the car-riding 
habit. The deep spring 
cushion and back pitched 
just right, with beauti- 
fully grained and dur- 
able leather upholstery 
are factors for comfort 
which recommend the 
Brill No. 201-B Type of 
reversible seat for new 


double-end cars. An im- 
proved type of reversing 
mechanism, which func- 
tions with a smooth and 
positive movement, is 
also a feature. 


“The public be pleased” 
policy of the Washington 
Railway & Electric Com- 
pany is attested to by 
their specifying Brill No. 
201-B Type seats for 
their fifteen new city cars. 


THE J.G. BRILL COMPANY [fil 


PHILADELPHIA, PA. 
AMERICAN Car Coa — G.C.KUHLMAN CaR Co. — WASON MANFG BU 
st LoulIls MO. 


CLEVELAND. ONIOC. 


SPRING FIELO,MASS. 


‘aiegersed use of modern, light 
weight electric railway pas- 

' senger cars is necessary if the 
industry is to attain the high © 
degree of efficiency necessary 
under present-day conditions. — 
The companies already | oper- 
ating modern cars have pointed — 
the way. : 


{ 


"Modern c cars sae Help ed the: Wey: 
Northampton i ranate Compa ny : 
- to reduce operating ¢ c 


« 


‘, 


Operating costs per car-mile, 1925: 
Maintenance of way and structures 
Maintenance of equipment . Bs 
PoWetne aed.) Late bin! cae 

Conducting transportation 
General and miscellaneous 

Total. 


© 8 Bees © 


- 


General Electric coordinates 

in one great undertaking the Modern equipment used: | 
production of railway. elec- ‘" Total weight of cars .. i 
trical equipment and the 

necessary facilities for its Motors (4- 25 h. Pp. Ve 

efficient maintenance. By speci- © 

fying “GE” yea TAptelee m rv - Controller (double- endian 
thorough experience in the © + + = + Air Brakes 

problems. of electric railway wn per. 

work. ‘ 


